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TRANSPORT AND URBAN DEVELOPMENT I SSUES

1.0 INT RODUCTI ON

As the topic give n is wide, this paper does not intend

to c over all aspect s of urba n transpor t iss ues re ­

lat ing t o the p r ocess of urba n developme n t . It will,

t herefor e, only h i gh l i gh t the main prob l e ms and issues

whic h need a s pe c i a l attention of those involved

in pla nning and de ve l opment of urban a r eas .

The interde pendence o f transportation and

land use wh i c h s ha pe s the urban environment has been

the s ubject of many dis cussions . The complexities

of the urban s ys t em it se l f make the understanding

o f these varia b l es obscured . For these reasons,

t h is paper be g i n s wi.th an ov e r view of urbanisation

a nd its i mp l i c a t i on on transport a tion

As a c or o l lar y to this process, a rapid rate

of traff ic growt h i n maj or cities is an inevitable

phenomenon. This i ncre a s e which is mainly caused

by t he h i gh ownershi p of vehicles will be discussed

in relative t o pr ivate a nd publ ic transport system.

Fi na lly , the paper will examine the role

of transportat i on in planning of urban areas and

how an integrated approach of transportation planning
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could be a c h i e ve d , at the s a me t ime re c o gnis i ng t he

i nterrate d prob lems of i mpleme n t ation of t r a nsport

plans .

2. 0 URBANIS ATION AND TRANSPORTATION

It ha s been r e c o gn i s e d that major towns of this

count r y have t heir beginnings a t locations providing

savings i n tra ns p or t costs: along major r i vers , around

s e aport s a nd along

of colonial pas t is

trading routes.

also evident from

The

the

heritage

concen -

t ration of e c o nomi c activities at these l imited

centres i n the west coast of t he peninsular Ma l a y s i a .

I n the early period, the transport system

was rathe r underdeveloped and movement of goods and

services was restricted to few centres. The poor

trans port s ys t e m ac tua lly helped these centres to

incr eas e their comparative advantage which explained

t heir rapid growth at the e xpens e of other alternative

l oc a t ions.

S i nce t hen there have been tremendous improve­

ments in our transport system . Th i s enhances the

gr owth o f s ma l ler cen tr~s, thus r e d uc i ng transport

c osts a nd c reat i ng large r market for the economic

produc ts. The e xpans i on of economic activitie s in
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t he ur ba n a reas ha s not o nly a t trac t e d i mmigr a n t

population but a l so gene r a t ed an increase i n travel

dema nd .

Malaysia, li ke ma ny o the r d evelop ing co untries ,

is e xperiencing phenomenal growth i n urban p opulation

ma inly due to rural-urban an d ur b an - ur b a n migration.

Th i s has r es u l t ed a s tea d y incre as e i n ur b a n i z a t i o n

of t he country as a whole . In part icular , t he ur b a -

nisation rate i n pen i ns ular Malaysia has i ncreased

by four t i me s since 19 1 1 (S e e Table 1 ) .

TABLE 1: PENINSULAR MALAYA: POPULATIO N & URBANISATION

TOTAL URBAN POPULATION
YEAR POPULAT I ON TOTAL 2-

0

19 1 1 2,3 30, 000 2 33,198 9.9

1921 2, 9 0 7, 00 0 4 06,98 0 14 .0

19 3 1 3, 788, 0 00 5 70 , 5 13 15.1

194 7 4,9 08 , 0 00 929, 928 18 .9

195 7 6, 268, 0 00 1 , 6 66 ,96 9 2 6 .6

1970 9 ;14 7, 000 2 , 6 38 , 0 0 0 28. 8

198 0 1 1 , 4 26 ,6 0 0 4,2 88,8 0 0 37. 5

1985 12 ,8 73, 700 5 , 340 , 600 41. 5

SOURCE : VARIOUS CENSUS REPORTS
FMP, MID-TERM REVIEW
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The pre s ent annual p op u l a t ion grow th r ate

o f 2 .5 % doe s no t pose much p r ob l em t o a count ry having

a n ann ua l gr owt h of GNP of 7.9 %. Howe ver, the present

4 . 5% ann ual growth r a t e o f urban population puts a

lo t of pres s ure on the infrastructure and social

of the population

ser v i c e s in

year 20 00,

the

hal f

urban a r eas. I t is anticipated by

will be living

i n t he urban areas.

How does the infrastructural development

cope wit h the i ncreas e in the population?

Re l a tive

of r oad b u ilding

s a t i s f a c t ory .

to her neighbours,

t h i s c o unt r y can be

the progress

said to be

Fede ral Routes I , II and III were already

c omple t e d b y the time of independence in 1957. This

f or med the basis of h i ghwa y system in Peninsular

Malays i a ( Malaysia, 198 4 a) . Since then the main focus

wa s t he ma in t e nanc e and upgrading of the e xisting

r oa ds. It wa s not unt il 1967, when the General Trans­

p or t Study was undert ake n , the planning and development

of new road ne t wor k were made. Based on the recommen­

da t ions o f t he s tudy, i mprovements to and e x t e ns i on

of the e x i s t i ng r o a d ne twork were emphasized in the

Sec o nd Ma l a ys ian Plan . Th e pro j e c t i nc l ud e d the
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e xpansion and i mprovement o f maj or a r ter i a l roads

l i nki ng the maj or agr icultur al a nd mineral production

a r eas t o marke t s and ports and provid ing a c ces s

to ne w land set t lement sche me s . Only towa r ds the

l a t e r half of the p l a n p e r i od, e mphasis is given

to r oa d improveme nt p roject s f o r t he ur ban and i nter­

urb a n road network.

De s p ite the increas e in the r oa d ne t work

in the c ountry b y 28. 3% i n 1981-83 period (Malaysia ,

19 84 b) the t ravel demand created by high urban is ation

rate st il l excee ds t he supply of roads p a r t i c ul a r l y

i n the urb a n a reas.

3 .0 VEHICLE OWNERSHIP PATTERN

The numbe .r o f r e giste r e d motor vehicles in Malaysia

grew at a n average rate of 11 .2 % from 2 .6 mill ion

in 1980 to 3 .6 million in 1983 (Malaysia , 1984 b ) .

Th is res u l t ed i n an increase in the overall vehicle

per pop ulat i o n r atio o f 189 vehicle per thousand

i n 1980 t o 24 1 in 1983, repr esenting one of the

h ighest in the r e gion.

Out o f t he t o t a l vehicle s r e g i s t ered in 1983 ,

32% are pr ivate c a rs and motor cycles combined (S ee
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Th is clearly demonstrates the pre domi nance

o f private ve h ic les on the Ma laysian r oads .

TABLE 2: MALAYSIA: REGISTRATION OF MOTOR VEHICLES , 1983

TYPES OF' VE HI CLES 198 3 2c
0

Bus 18 ,1 60 0 . 5

Taxi a nd h ired car 26,2 70 0. 7

Lor ry and va n 248,1 80 7.0

Private c ar 1 ,150 ,6 30 32. 2

Motorc yc l e 2,029 , 100 56 . 8

Othe r s 97 , 9 00 2. 8

TOTAL 3, 570,240 10 0 .0

SOURCE: FMP , Mid Term Review

Sinc e the us e of p ub lic transpor t depe nds

lar ge l y up o n the e x t e n t t o which t he public d oe s or

does no t sw i t c h its trave lling habits to pr ivate

c a r s , i t is worth no t ing the level of c a r ownership

par t i c ul a r l y i n the ur ban a r eas . In 198 0 , t he r e

wer e 16 .3 persons per car in the c oun t r y as a who le .

The s i mi l a r rat i os fo r Kua la Lumpur a nd I poh

were 11. 7 and 9. 0 r e s pect i vely. Comparing

t hese f igur e s wit h d e v e l oped c o unt r i e s , like Japan
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with 4.9 a nd Swe den 2. 9 f or the same period, the

c ar owner s hip in th i s country i s rela tively l ow. I t

must be borne in mind that ou r road c apacit y is muc h

l ower than t ha t of the se countries. Real i stical l y ,

i f a compa rison i s mad e t o other se lected citie s

i n ESCAP Reg i on , Kuala Lumpu r i s we ll at the top

i n terms of car and motorcycle/scooter ownership

( See Fig. A).

FI GURE A: VEHICLE OWNERSHIP IN SELECTED CITIES
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Travel by p rivate t rans p o r t rema ins t he mos t

p opular means of movement in u r b a n areas of this

co u n try . I n 1 9 8 0 , 7 0 . 8 % of the total passen ge rs

i n Kua la Lumpur trave lled by p r i v at e t ransport wh i c h

f o r me d 85 .9 % of the tota l vehicular mo v ement . I n

c o n t r a s t , public tr a n s p o r t accou n ted f or only 29.2 %

of t he total passen ger s t r a ve l ling b y 2 % o f t ot a l

v e h i c l e s (Wilbu r Smi th , 1 9 8 0 ) . Similar patter n of

mov e me n t prevail s i n other major towns.

In comparis o n t o o ther s ele cte d cities in

ESCAP Re gion , Kuala Lump u r has one of the lowest

p erc entage o f t rip performe d by public t r a n s p o r t

( See Fig. B).

FIGURE B: PERCENTAGE OF TRI PS PERFORMED BY PUBLIC
TRANSPORT : SELECTED ESCAP CITIES (1980 )
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The growt h of pri va t e c a r s depe nds prima rily

upon the gr owth of income a nd price of car. Be sid e s

t ha t other fa c tors a r e als o s i gn i f i c a nt . The y i nc l ude

f a c t or s such a s change s i n shopping habi t, amo un t

of f rus t r atio n d ue to c o ngestion, the availability

of alt e r na t i ve c heap a nd c o n ve n i ence form of transport.

It mus t be note d t ha t extens i v e use of c a r s

in rural are as provide good transportation without

major t raffic problem. However the situation in

large cities is different and more complicated

The increasing us e of cars improves mobility of their

user s but also create serious problems in cities:

deterioration of p ub l i c transportation, pollution,

congestion and a c c i d e nt s. Such problems t e nd to

be come i ss ues of public concern because they involve

externalities i .e ., individual users generate costs

which t he y thems elve do no t pay fully but the co s ts

ar e bor ne by the gove rnmen t on behalf of the society .

What is o ur react i on to the present trend

be provided

i nt r od uced .

It is nat ural

and widen

in traff i c.

action would be to build new roads

existing ones t o adap t the increase

and mor e park i ng facilities will

t ra f f ic e ngineer i ng c ontrol will be

of h igh privat e vehicle ownership?

the

the

More

and
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I n short , our t owns a nd c i t i e s wi l l be de s i gne d or

r e d e s i gne d t o a cc ommod a te the incr easing c ar owners h i p

pop ulat i o n . The problem doe s not j us t stop here .

4 .0 TRANSPORTATI ON AND URBAN PLANNING

As i ndicated ear lier , the rapid growth in urban pop u­

l atio n and traff ic has res ul t e d in growth sub-urban

are a s and the s pread of housing estates and out­

o f - t own shopping centr es .

The rap id deve l opmen t of housing estates

t ha t is t akin g place al l over the country has changed

mos t o f the agric ult ura l a rea s into typical urban

l a nds c ap e wit h r ows of ho use s and parallel roads .

The y a r e designed base d on the ass ump t i ons of lesser

use o f publ i c transport a nd predominant us e of pr ivat e

car s. Th i s can be obs e rve d from their physical lay­

ou ts whic h emp hasize the i mportance of c a r movement

t h a n pedestrian and p ub l ic tra ns p or t movement . Public

t r a ns p or t routes a nd f acilit ies a r e normally provided

in these de velopme nt. However , i n mo s t c a s e s t hey

a r e provided a fter a s c he me or pla n has bee n imple­

men t e d . Th i s gives ris e to a numbe r of difficulties

t o trans port opera t ors s uc h as une conomic bus operation

d ue t o the rout e s and other f a c ilities no t properly

de s i gne d.
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General ly the e fficiency of a public transport

system can be ach i eved if ba l a nce densities of de ve ­

lopmen t along i ts r ou tes are provided . For e xample,

location and density o f residential deve l opment s ho uld

be planned in r elation t o pos sib l e pub lic transpor t

routes. Larger deve l opment s would normally justify

level of public transport service where the dens i ty

of development i s great e r . There are var ious al t er ­

natif patterns of developmen t which integrates t r a ns ­

portation and urban developme nt c oncept (See Ghani,

(198 4) for brief dis c us sion ).

Time has come for the gove rnme n t and l oc a l

authorities to r ealis e t he imp or tanc e of preparing

Comprehensive Trans port Plan a s a n i n t egr a l par t

of the planning process . The transport problems

should be de a l t within the contex t o f land use p l a nnin g

with ma x i mum accessibili t y t o al l groups of the popu­

lation . This c alls for more discuss i ons a nd con­

sulta t ions be t we e n thos e concerned with ur ban deve ­

lopme n t a nd t hose r e s p o ns i b l e with the pr ov i s i on

o f publ ic t r a nsport .

5 .0 THE OTHER RELATED PROBLEMS

Basica lly, the ess en t i al feat ure o f t r a ns p or t prob l e m

is the pr oblem o f s upply and demand o f transpor t
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s e rvice and worst still the decisions that af f ec t

the two factors are generally independent of each

other. The demand for travel is a func t ion of time

and other factors which have b een discus sed e a rlier .

transport facilities is rather inelastic .

time to construct new roads or improve the

It fluctuates according to the purpose of

and the time of the day . However, the

the t r ip

supply o f

It t a ke s

exist ing

one due to the financial and land problems . Delays

usually occur in acquiring land for the purpos e

of road construction.

Another problem which creates unsatisfac t ory

situation in transportation in this c ountry is t he

problem of 'multiplicity' eithe r multiplicity o f

ministrie s or the multiplicity o f dep ar t me nts (Mo hd .

Hassan, 1984) .

This c a n been s e e n as fo llows : -

( i )

(ii )

The Stat e roads a re under the res p o n ­

sibility of the state a uthorit i es .

The Fede ral r o a d s are under the r esp o n­

sibility of the Mi nist r y of Wor ks

an d utilities and looked after by

Public Wo r k s Department and Malaysia

Highway Aut h o r ity.
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( ii i) Licens in g o f ve h ic les i s un d e r t he

Min i stry of Pu blic Enterprise.

(iv) Plann ing a nd determinatio n of bus

r out e s in a c i ty i s the respons i b i l ity

o f t he l o c a l a ut hori ty.

(v) Issuing the driving lic ences and col­

lection of road t ax i s carried out

by the Road Transport Department under

the Ministry of Transport . Railways

and civil aviation are also under

this Ministry.

Each ministry and department works toward

its own objectives which mayor may not coordinated

wi th t he e f f or t s of t he others. The problems of

competition and priorities could be avoided i f there

is an integrated policy on transportation both at

loca l a nd national scale .

Not only t r ans p or t at i o n problem is increasingly

dif f icult t o deal but also the technology to cope

wi t h the prob l e m is rapidly changing. For this reason

tra i ning and research is necessary in transportation

planning , t r a f f i c e n g i ne er i n g and traffic management .

There a r e may be enough personnels to deal with the
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prob lem. Howe ver, most o f them who are invo l ved

i n the t r a ns portation may no t have the r e quir e d

t raining. They may have done a good job t hr o u gh

t r i a l a nd error , but this per i od of trial and error

shoul d be s hor t e ne d with proper training, part icularly

i n s e r v ice t raining . To cater for t h i s spec ial ne ed

a res e arc h and tra i n i ng centre for transport planning

a nd managemen t should be set up. This centre be

fu l l y utilised by the agencies and departments for

t r a i n ing of their personnels and research of specific

t rans por t problem .

6 .0 CONCLUS ION

The p r esent t raffic problem due to increasing car

ownership calls for careful analysis of the relation­

ship between public and private mode and this could

be coordinated .

The problem is like a vicious c ircle : in­

creasing an ownership leads to deterioration o f public

t r ansport d ue to decrease in revennue from fare and

r educ e spe e d

of congestion .

and reliability of services because

This makes public transport unpopular .

The re lat i ons h i p between the two modes can

be stabilis e d by parallel improvements of both and
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by making publ i c t r a nsport a t ion inde penden t o f con­

gestion . Thus we need t o de ve l op c omprehensive

t ransportat ion po l icy whic h c ons ide r no t on l y the

above mode but t reating a l l modes a s c omponents

o f one system .

Part of the prob lems that we face today

i s a res ul t of t he failure to recognise the importance

o f comprehens ive and int egrated approach in t ransport

p l a n n i n g and man ageme nt . Therefore, it wou l d no t

be too demanding i f it is suggested here that it

manda tory for local author ities to prepare compre­

hensive transport plan as part of their overall

landuse planning process. What is crucial here

i s not only timing if its preparation but also the

scope of the plan . It will certainly involve compre­

hensive study of l a nd use , prese nt transport system,

road c apacity and network system , policies regarding

t he r ole of private and public transport, traffic

ma na geme nt, re s ources for implementation , etc .

Rap id changes in transport technology require

those invo lved in the industry to be trained and

research t o be cont inuously c a r r i e d out and up -

dat e d . To cater for this need , a research and

train i n g c entre should be set up as suggested earlier .
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The c e ntre wi l l not on ly car r y ou t resea r c h and

t r aining functions bu t wi l l a l s o s e r ve as centre

fo r the integration o f previo us st ud ies and a s a

for um where t he exper ience of var i ous a ge ncies co u l d

be pooled.



REFERENCES

1 . Ghani Sa1 1e h, (19 84) Pr ov iding Roads in Ne w De velopme nt:

The ne e d f or Gr eat e r Ac c e s sibility , paper p r ese nt e d

at AAPH Con vent i on, K. Lumpur, January 24th.

2 . Malaysia (1 98 4 a) , Kemente rian Ke rja Raya, Roa d De v e ­

lopmen t a nd Policy, paper presented at Na t i ona l Trans­

por t Workshop 1983 /8 4, Shah Alam , March 5th .

3 . Ma lays i a (1984 b), Fourth Malaysian Plan Mi d - Te r m

Re v i e w 1981-85, Kuala Lumpur .

4 . Mc Share, M.P., Masaki Koshi and Olof Lundin, (1984),

Public p o l icy towards the a u t omob i l e : A Comparative

look at Japan a nd Sweden, Transport Research, Vol.

18A, No.2 .

5 . Mohd. Hassan Wahab, ( 198 4 ) Effective Infrastructure

Provision: . Innovative Approaches, paper presented

at AAPH Convention, K. Lumpur, January 24th.

6 . United Nations, ESCAP, (1984) Human Settlements

At l a s f or As i a and the Pacific , Part I, Bangkok .

7 . Wilbur Smith and Associates a nd Jurutera Konsultant,

(1980», Kuala Lumpur Ma s ter p l a n Transportation Study

(Dr aft Final Repor t).



URBAN CONSERVATION: SOME RANDOM THOUG HTS

DR. TI MOTH Y LAM THI M FOOK
Ass oc i a te Pr o f e s sor,
Sc h o o l of Hous ing,
Buil d ing and Planning ,
Uni ve rs iti Sains Ma l a y s i a

Ur b an conse rvat ion is a neglect ed ar e a of interest in

Ma l a y s ia t o d ay . While many government ag enc ies give lip

se r v ice to its importance, very little act ion is seen on the

grou nd and in practice. More pathetic i s the limited interest

a nd aw a re n e s s from individuals and p r ivate organisa tions. This

pa p e r a t te mp t s to high l igh t som e urban conservation i s su e s in

t h e h o p e t hat i t would st imulate more awar e n e s s and i n t er e s t

i n thi s a r ea o f c o n c e r n.

URBAN SETTING AND DILEMMA

Urban conservation i s a critical public act ion , but it

mus t be d irected away from t h e preservation of special isolated

places towards the discovery and conservation of sensory

quality and local history throughout the living environment.

Every place that people inhabit has valuable and memorable

elements . Diversity and rich identity is built out of these

eXis ting values.

Tra ff ic is esssent ial for the general vitality of the

town since human settlements function as meetings places and

pl aces f o r t h e e xcha nge of goods and ideas. Traffic i s a

der i ved funct ion from u rban activities t hus urban transpor t

and u r b a n physical f o rm are closely r e l a t e d. Physical urban

pa t terns greatly inf lue nce the relative merits of di f fe ren t

t ransport systems , urban transpGrt fac ili t ies greatly influence

the development of phys ical urban patterns . That the building

is a n integral and subordinate part of the town and landscape.

1



The purpose of a town is to enhance the well-being of
e-

its citizens, and a good environment is pne in which people

can sense well, act completely, and feel at ease. Pe ople must

be able to identify the place they live in, and to connect it

with other places in their region. Places should reinforce

the image of time, as well: make the present vivid, and connect

it to past and future.

The twentieth century is characterised by the growth

of societies whose economies are based upon industrialization

and, as a result the development of great urban centres. This

phenomenon has had two aspects: the progressive diminution of

the rural population - at time accompanied by the abandonment

of or lessening of importance of small urban centres - and the

growth of large urban units at the expense of the countryside

and neighbouring population centres.

The enormous and concentrated volume of built-up areas

within urban centres and their peripheral growth of suburbia

that has taken place during this centruy has confronted us

with the most extensive urban disintegration ever known in

history.

The reasons for this disintegration are well known.

There is the general conflict between "unlimited economic

growth" and the "environment". To begin with there is the

immediate conflict between the "environment" and "technological

industrialization" (mass production) on the one hand, and

between "environment" and "mobility" (communication and inter­

communication) on the other hand. Secondly, there is a parti­

cular conflict between the "urban environment" and the "growth

of urban ativities and the scale of the town". This growth

is often dictated by economic principles and decisions

(frequently in relation to false ne~ds), rather than by the

town's physical capacity for change.
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The participants in the urban drama are basically four

at the present time: the land owner, the city, the state, and

the federal government. They are exposed with contrdictory

impulses and approach urban issues from completely different

perspectives and often conflicts are never resolved. For

e xample, on one side the landlord and his advisers (usually

a surveyor) look at the notional value of the building and

what might be put on the site despite their destructive impact

on community values. They find it hard to think in terms of

the property having a negative value and of making the most

of what is currently on the site. On the other the authorities,

genuinely committed to the goals of safeguarding the nation's

historical and architectur~heritage, and typically concerned

with long-term land use plans and so are often reluctant to

allow the changes needed to bring buildings back into use, as

they do not typically think in terms of short-term and incre­

mental use.

The basic issue in the urban environments dilemma is

the clash between the common rights of ownership and the needs

of the community. Neither is perception of this conflict in

the "urban jungle" limited to adherents of particular political

groups. And as long as the conflict remains submerged and its

tensions unresolved, the bull-dozer will be king and it will

continue to exact its grim toll.

URBAN CONSERVATION PHILOSOPHY

Urban conservation is generally recognised as the

process of preserving buildings and urban areas so as to retain

its aesthetic, historical, social and cultural values for

past, present and future generation. The reasons for a con­

servation policy include:-

Aesthetic - to maintain the image of its unique character of

the urban area
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Psychological - to serve as visual and emotional balance .

That the retention of a country's architectural

heritage is a cultural and spiritual necessity.

Historical - to preserve for its present and future gene­

rations , the history through its architectural

styles and townsca pes associated with important

histor ical events. The architectural heritage

is an e xpression of social history, helps us

to understand the relevance of the past con­

temporary life , and are reco rds of artistic

and social achievements.

Socio-economic - to preserve buildings still capable of useful

economic life, to encourage new user for old

buildings, and the control of new development,

thus revitalizing old areas without having to

destroy its former established fabric.

Environmental - to improve the urban environment through the

acknowledgement of the inter-relation of

transport facilities, road space and parking

spaces, traffic and land use, particularly

commercial pressure within the area.

All the reasons have values which are difficult to

quantify and yardsticks used are relative in nature . It often

depends on the reference point one takes in the criteria and

judgement used.

For many years, only major monuments were protected

and restored and then without reference to th~ir sur rounding.

Recognition of the need for conservation today has widened ­

----- from a concern for individual buildings, to groups of

buildings , to whole areas - in particular the centre of old

towns. More recently it has been realised that if the surroudings

are i mp a i r e d even major monuments can lose much of their charac­

ter.
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At the s ame time , it is increas ing ly acce p ted that

co n s e r va t ion mu s t entail, not c oc oon i n g b ut se nsitive t reatment

wi th a pro c e ss of o r g a n i c chan ge . Tha t c o nser v i n g t he i n t e gr i ty

of a s ite doe s not necess ar y mea n pres erv ing a l l t he i nd iv i d u a l

mon ume nts of whi ch it may be comp os ed. Someth ing ma y wel l

ha v e t o be sa c r if iced , s i nce e v en when th e pro tec tio n of e a ch

of t he a r c h i t e ct u r a l u nit s l o c a t ed withi n the perime ter may

se e m t o b e v i t a l th e maint en ance a n d pro tect io n of th e la nd ­

sc a p e sho u l d b e the major go al . The demo li tion of mi n o r

bu i l d ing s mi g h t , i n s ome cas e s, ap p ea r to be jus t i f ie d wi th

th e o b jec t of e n h a n c i ng the s ign ificance of a major monument.

It i s also recognised t h a t entire grou p s o f bUildings,

ev en i f the y do n o t include any single e xample of outstand ing

mer i t , may have an atmosphere that gives them the quality o f

works of a r t , weld i n g different periods and styles into a

harmo ni ous whole.

Whatever the reason for its conservation, it will not

b e p o s si b l e to consider the problems of the conservation area

in i s o l a t i o n from the rest of the town, provision should be

made for the preservation not only of the i n d i vi d u a l elements

bu t of the original characteristics of the area as a whole.

Th is i s a fundamental.

Co n s e r v a t i o n work normally observes cri teria that are

c ommon to al l reg ions of the world, but tropical conditions

n a t ur all y present their own problems of preservation. Issues

i nvolv e d i n c l ud e : -

a) la ws n e c e s s a r y to serve an effective conservation

po l i cy;

b) the cost incurred in undertaking this type of

work;

c ) the end product r e s ul ti n g from implementing a

co nservation policy , that is simply what sort of

bu ildings; and
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d ) Wh at s or t of bu i l d ings we wa nt a nd wh e r e we

wa n t t he m.

LEGI SLATI ON AND STATUTORY MEASURES

Th e law , d ec r e e o r admin i strat i v e act prov id i ng f or

t h e co ns erv a t i on o f a n old town, a vill ag e , or a di str i ct, is

a l wa y s mo r e compl e x than t he legal pr ov i sio n n e c e s s ary for the

p r o tecti o n o f a s i n g l e is o lat ed bu ild i n g , ma in ly b e ca u se of

the pr obl ems o f mul tiple owne rs h ip a nd h uman occupat io n .

I f an urban site is to enjoy a regime of permanen t and

e ffi c i ent conservat ion , the public authorities must have legal

me a n s o f enforci n g measures designed to maintain the integrity

b oth of the landscape and t h e architectural heritage wi t h i n

t h e s i t e so that a ny t h r e a t to the value of the s ite o r i ts

monume nts can be controlled by the national legislation - by

d ec r e e o r by formal administrative decisions .

In Malaysia , the Antiquit ies Act, 1976 (Act 168)

prov id es f o r the cont rol and preservation of, and research

into a nc ient and h is to rical monuments, archaelogical sites

and r emains , ant iquities and historical objects and t o regulate

dea lings in and e x po r t o f antiquit ies a nd his tor ical objec ts

and for mat t er s co n nec ted therewi th.

Th e Town a nd Co un t r y Planning Ac t , 1976 (Act 17 2)

p r ov i d e s for t h e prop er co ntrol and regula tion to town and

c o un t r y pla n n i n g in l o c a l authority areas . Within t h is Act

p owe r s a re provided fo r the p lanning a n d control of t h e use

of land and building . The Loca l Government Act , 1 9 76 (Act 171)

provides Local Au thori ti e s powers t o ma ke by -l a ws in respect

o f a ll such ma t t e r s as a re necessary or des irable fo r the

ma i n te n a nce o f the he a lt h, safet y and well-being of t h e

i n ha b i t a n ts o r for the good orde r and government of the local

aut h ority a re a.
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Sta t u to ry mea su r e s f or ur b an conservat i on ma y be

cl as s i f i e d b y distinguishing bet ween thos e that seek to create

ne w fe at u r e s fOI the impro v ement ofthearea or t o t ake p o s i t i v e

a c t i o n ag ainst nuisances , wh ich might b e termed a c t i v e, and

t ho se that are designed to regulate changes in order that

the y s ho u l d conform t o a certain standard of urban environ­

me n t a l q u a li t y - these might be termed passive. However ,

s uc h a d ivision would n ot r eflect all of their most interesting

ch a r a ct e r ist ics: such as their general ity or specificity ,

a nd t h e mechanism s b y which their purposes ar e put into ef fect.

A fivefold classification , grouped according to their

principa l function , does provide a more satisfactory overall

v iew . I t el aborates the distinction between "active"

(a ba t e me n t improvement) and "passive" (control) measures .

a) General Policy - A general means of concentrating

a variety of statutory (and probably non-statutory)

action in a given area , normally involving some

form of statutor y designation. Fo r e xample -

1. Ge ne r a l Im provement Ar eas

2 . Conservation Areas

3. Development Plans

b) Specific Policy - A means of pursuing a specific

objective in a given area through procedures

normally contained within a single statute , usually

involving statutory designation . For example:

1 . Advertisement control (areas of special

control)

c) Control - A means of directing environment changes .

For e xample :

1 . Dev e l o pme nta l -Co n t r o L

2 . Tr e e Pr e s e r v a ti on
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d) Ab a temen t - A mea ns of t a k i n g po s itive a c tio n

some off e nsi v e p h e n omenon. For e x amp l e :

1 . Di sc on t i n uan c e Orders

2. St atuto ry nu i s s ances and no i se ab a t e me n t

3 . Control of Wa st e Land

e) Im p rov eme n t - A mea ns o f carr y ing o u t a s p ec if ic

im p r ov e me nt no rm ally i nv o l vi ng par ticu la r ty p e s

o f de vel opment. For exa mp l e:

1. Co n v er si o n o f a highway to a fo o tpa t h .
Con s e rva t ion l e gisla t ion awareness may be identi fied

fro m t h r e e a p proaches - a re f ormist v i e w , a functional view

and a social pref e r e n c e v iew . It poses questions about their

e f f e c t i v e nes s wi thin the i r res pect i v e st and ards , a nd the

extent to wh i ch a given me a su r e h as i mproved e nviro nme ntal

quali ty, achiev ed othe r rela ted pu r poses , or satis fied the

requiremen t s of popula r pr e f e r e n c e.

The main o bj ect i v e wi l l be to crea te favourable

circumstanc e s fo r p r i va t e i n i t i a t io n in conservation . Pro­

tection of the a re a under appro priate s tatutes is aimed t o

gi ve p r i v a t e interest the confidence necessary for ef forts to

r e c o ndi ti o n old buildings and to adopt them for modern use.

THE ECONOM I CS OF CONSE RVATION

The Pena n g Stat e Mu s e u m h as made several proposals for

the preserv a ti on o f bui l di n g s of h is tor ic al and arc hi tectura l

note in Pe n a n g , bu t to d a te only Fo r t Cor nwa l li s , St . Georg e ' s

Ch u r c h , City Hall and Tow n Hal l h a ve bee n g aze tted und er the

Antiquitie s Act, 1 97 6 , a nd o n ly close t o ha lf a million

ring git h ave b e en allo c ated by the Nat iona l Mu s e u m since 1 980 ,

towar ds t h e re s toratio n and maintenance of For t Co nwa ll is.

Without doubt the special gr a nts f ac i lit ies that is avail abl e

i s grossly inade quate.
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I n t he c as e of bui l di ng s a n d mo num ents under private

ow ners h ip, u n fo rtunately b ec au se o f t he hig h c api t al c osts in

res t or i n g and ma i n t a in i n g many of t hese structu r es , it is

u n l i k ely t h a t the pri v a t e ow ne r s wi l l do much wo rk b e y ond

t h e mi nimu m am ount of re pa i r a n d maint ena nce wh i c h o f t e n p rove

i n s u f f i c i e n t t o p r e v e nt a f u rt h er deteri o rat i on of t h es e

hi s t o ri c a l pr o p e rties.

Th e ec onomic pr e s su r es whi ch mi litat e a ga inst ur b a n

c on s er va t io n a r e now mor e p o we r f u l than a t any time: fr e a k s

o f the St ock Market apart , l and a n d property represent t h e

s o u n d est a n d most lucrative o f investments, particularly in

t h e h ands of the developer. It is to the developer, t h e r e f o r e,

whe ther i n the public or private sector , that the conserva­

t ion i s t s s h o u l d pitch t heir arguments: not sim ply by being

cr i t ical or abusely, but by showing that intelligent cooperat ion

c an y i e l d high dividends , financially and aesthetically .

Aware that the profit motive is frequently at logger­

he a d s with sound urban design , and as the predicament of

hi st orical preservation itself attests, the most lucrative

private development decision is not necessarily one that

e n r ic h e s t h e urban environment , private owners mus t be pro­

vid ed with incentives so as to be shielded from o ften severe

economic burdens that they ma y suffer under the conventional

cons ervation order .

Incentive zoning programmes which seeks to modify the

ec o n omics of development ha ve taken two principal form in the

Un i t e d St ate of America : z o n i n g bonus and development rights

t r a n s f e rs . Both proceed from the pr emise t h a t in r e t u r n for

t he r i g ht to b u i l d large r and hence more pro f it able structures,

d e v e l o pers will agree to provide or finance urban amenities .

(S e e Co s t o n i s 1 9 72).

9



Zo ni n g Bonuses are simpl y a dditional i n c r e me n t s of

d e nsit y gr a n t e d as a quid p r o qu o for the i n c l u s i o n in the

d evelo p e rs ' p r oject o f o n e o r mo re s p e c if i e d a me n i t ie s , such

a s p l a z as, a r c ades , subwa y o r e v e n theatres. In theory , the

amount of the bonu s s ho ul d equal o r s li g ht l y e xcee d i n v a l ue

t he c o s t t h a t t h e develope r wi l l i nc u r in pr ov iding the amenity .

De v el opment Righ ts Transfe rs pur pose is t o relieve the

market pr e s s u r e s t hat threat en low- d e ns i ty uses , such a s

la n d ma r k s, wit h r ep l a c e me n t b y high-densi t y subs titutes that

p r omi se a g r e a t e r e c o n omi c re t urn. Under the development

r ig h ts trans f e r techni que adv ocated in the Chicago Plan the

owne r wo uld be pe r mi t t e d to t ra n s f e r his unused development

pote n t i al (devel o pme n t rights) , to o ther sites. Owners of

these s it e s wi ll p r es ume l y b e pr e p a r e d to pa y the cash value

o f the d e v e l o pme n t rights bec ause the latter enable them to

b ui l d propor t i o n a t e ly larger and hence more profitable struc­

u re s o r t h e i r site .

Tr a n sfer prog ra mmes d o n o t create new space ; they

me re ly redist ribute space that has already been authorised.

Un l i k e bonu s p r ogrammes which inject new increments of density

i n t o t he c ommu ni t y .

The de v elopmen t rights transfer component of the

Ch i c a g o Plan b r e a k s the linkage between the ownership of a

par t i c u lar s it e and the latter 's de velopment rights. These

r ig h t s c an be concentrated or dispersed as community goals

a n d u rban p la n ning cr iter ia dic tate and are therefore freed

fr om t he st r a i t j a c k e t clamped upon them by the accident of

owne r s hi p. Ci tie s c a n convert the landmarks' unused develop­

me n t r ig h ts i n t o h ard c as h b y a ut h or i si n g t h e i r sale for use

on n o n - landma rk s i tes . An d they can compens ate owners with

t h e in come de rived f r om development Li gh ts sales . Not onl y

a re l a ndm a r k s p r e s erve d thro ug h t he tr ans fer pr ogramme but

th e c it y avo i ds e i t h e r d i p p i n g into scarc~ general revenue or
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ma king u n real is t i c re q u e st s up on hgher leve l s of go ver nment

in the pro c e s s.

The Ch i cago Plan c omp e ns a t es the l a ndmark owner f or

a c t ua l lo sses t h a t he s uf fe rs u pon d es ig nation. Prior t o

pro posi n g desig nat i on of his pro per t y t h e c i t y wil l ob t a i n an

a ppr a i s a l and on t he bas is of the apprais al , t h e city wi ll

the n dev i se a pa ckage to c omp ensate the owne r tha t wil l

includ e b o t h an appro pr iate re al e stat e t a x reduc t ion and an

au t h oriz a tion t o trans fe r the landmar k 's unused development

r igh t s. An add itional subsidy, funded by the city development

r ig h ts f und, may be included to cover for losses not met by

t he pa ckag e and to deal with any special difficulties affecting

t he bu i l di n g .

From the urban design aspect, if development rights

we re hapha z a r d l y redis tribu ted within a transfer distr ict, at

lea s t two kinds o f urban design abuse might result:

Fir s t, s evere overloads might be e xperienced by the

d istrict's physical and service infrastructure,

includi n g its pedestrian and vehicular transport

s y stems, its ut ilities its network of public services

and facilities, and its environment and amenities.

Second , the d istrict's visual and diversional character

migh t be impaired b y the introduction of structures

who ll y out of scale wi t h their neighbours .

The pri nc ipal objec t of the Plan's urban design controls ,

o f c ourse , is t o minimise i t s potential for description under

e it her he adings.

These c ontrols have a positive function as well.

Throu g h them the city can coorqinate development r ights trans­

f e r s with the a c c omp l i s h me n t of other urban design goals that

d epend in part o r whole upon the pattern of density concentra­

ti o n with in the district .
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The t ransfer mechanism provides a tool tha t t h e city can

use to cha n n e l dens ity select ive ly t o prede te rmined locations

in f u rthe r a nc e of t h e s e goa ls; wh i ch is ad d re ssed through a

two-s tag e sys tem of co ntrols . The f i r st stag e occurs when the

develo pment rights transfers dist rict ' i s formally established;

t h e s e c o nd , at the time the transfer actually ta ke pl?ce . The

second- s tage , co nt ro ls , which ar e intended t o insure the

ratio na l dist ribu t io n o f s pace wi t h in the district, a re four

i n numbe rs .

Th e fi rst is th e ci ty's t h r e s h o l d dete rmination of how

many building s it actually chooses to designate. Since the

q uan ti t y of transfer able development rights is strictly l inked

to the numbe r of l~ndmarks, the city can limit that quantity

by rest r icting the number of designations that it makes.

Second , as an instance of density zoning, the Plan does

not inc rease the total authorised within the transfer district

by e xis t ing zoning. It merely shifts density from under­

u tilized landma r k lots to appropriate iransferee sites. As

a resul t, heightened demands as the district's physical infra­

struc ture will be experienced only at the individual transferee

sites r a t h e r than throughout the entire district, as would

occu r i f all lots there were upzoned to the densities permitted

on t h e s e sites.

Third , the impac t of densi ty increases on specific

tr a n s f e r e e sites will be r e gu l a t e d by height and bulk ceilings

t h a t t h e cit y fixes for these sites . The city can authorise

two types of increas es , "major" a nd "minor" which a re

diffe rentiated by t h e amount o~ additional bulk or height

permitted on the individual transferee site. Minor increases

are t hose which have a marginal impact on the existing physical

infras t ructu re and visual and dimensional character of the

si te 's environs. Ma j or increases , ~o n the other hand , threaten

to impair these elements unless subjected to rigorous site

planning and design review. Their impact on the environs of
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the transferee site should be carefull y evaluated beforehand,

and additional requirements, including the provision of o n - si t e

link-ups wi t h the p u bli c transit sys te m or the widening o f

t he roads or pavements and other pedestri an space , should be

i mpo s e d wh e r e a p propriate.

Fourth, the Plan's potential f o r urban design disru ptions

can be f u r t h e r minimised by identify ing "sensitive" areas wi t h i n

the trans fer d istr ict where density increases would be pr o ­

hibited a lt o g e t h er .

ADMINISTRATION , SUPERVISION AND VIGILANCE

Co n s e r v a t i o n is impossible un less a thorough and

permanent routine of inspection and observation is carried­

out, applying to the whole site as we l l as to t h e property

wi t h i n it. In add ition to natural factors of deterioration

such as weather, insects and vegetation; there are also human

factors responsib le for deterioration.

Structures that have been allowed to deteriorate for

a long period of time or have abandoned obviously require

major repairs. Causes of damages are found in sites that have

been reinhabited or are to be "modernised". For example, the

city may plan to widen the roads or develop public sites for

building purposes. Urban traffic has become an actual agen t of

destruction and the i n c e s s a n t movement of heavy vehicles in

the narrow streets of certain areas has a cumulatively harmful

e ffect on both f ou nd a ti o n s and s truct u res .

It wi l l be the duty of the ad ministrative services charged

with implementing conservation leg islation to ensure that the

provisions of the law have been fully satisfied. One of the

commonest administ rat i ve problems, however , often very difficult

to s olve , i s the conflict of jur isdiction between the publ ic

authorities responsible for the conservation services and other
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public authorities having different terms of reference.

Where sites are inhabited special conservation depart­

ments have to be set-up to inspect and take care of the urban

site as a whole, including sections for the repair and main­

ta inance of the sites. The inhabitants of the site must be

made aware that their property is worth preserving and that

they be encouraged to recognise that the official agents

working f o r the administrative body in charge of conservation

are per forming a public duty. Public involvement and parti­

cipat ion are essential ingredients for the successful imple­

mentation and maintenance of the projects in such particular

cases.

PLANNING

Urban conservation" particularly when dealing with busy

urban sites with active population must take into account a

great number of factors, both material, economic and social.

The planning should not be restricted to measures aimed ' ex­

clusively at the protection and conservation of cultural

property. It must also take account of the needs, convenience

and natural aspirations of the people actually living on the

stie, particularly as regards comfort and opportunities for

progress, fo r it would be quite unfair to impose ,upon them

unnecessarily rigid styles and conditions of life of some

past age .

Every old building presents peculiar problems and

demands individual treatment. No building lacking aesthetic

merit, not evoking a genuine pietas, and playing no part in

the landscape should be allowed its occupy a site needed for

something else solely on the grounds that it is unique. In

planningthe conservation of the historic quarter itself, the

aim should be to protect not only the distinctive features

and the general configuration, but also what might be called
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the geographical accidents, that is, any distinctive evidence

of features of interest which have fallen into ruin or have

been mutilated. Conservation of use may be permitted if it

does not mean physical annihi lation as well. So long as the

merits of their exteriors and their value in the landscape

are preserved, do what you will with the interior.

Heavy road traffic, the parking of vehicles of all

kinds and the loading and unloading of mechandise from lorrys

are inevitable features of life in modern towns. The influx

of visitors and tourist visiting the conservation areas are

both useful and necessary, not least for the expansion of

trade that inevitably results. Adequate parking facilities

should therefore be provided, conveniently located in relation

to the monument and sites but without creating a nuisance.

There must also be some policy concerning the construc­

tion of architectural replicas, though these are seldom

acceptable because it devalue the original.

The policy concerning the architectural conception of

new buildings is fundamental because the architecture of

today is as much a part of the urban scenery as the historic.

We have to be capable of inte l ligently integrating an archi­

tecture, that is the expression of the times in which we live,

into the structure of one towns.

COMMITMENT AND STRATEGY

Urban conservation is fundamentally a question of

adapting the town to the real social and human needs of the

man today. The use of buildings is, therefore, an essential

aspect, for the function and aesthetic character of buildings

always go together. Their relationship is essential in the

creation of satisfactory environments where the twofold aspect

of function and aesthetisme is concerned.
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I t calls for a stra tegy that must be established which

opera tes at various levels i n order that the urban restruc­

t u r i n g o f the outstanding conservation areas may be soundly

based. This calls fo r first ly , g iving e very encouragement

to renew and r e g e n e r a t e where necessary the existing property

and main tain the qual ity and character o f the place i nherent

in its form and content. Secondly , by urban managemen t to

remove and el iminate any f actors which contribute to the

d egena r a t ion or de te r iora t i on of the physical env i ronmen t.

Thirdl y , t o re s t or e p rope rty in government ownersh ip a s quickly

a s poss ible and where sites are available to redevelop as

appr o pri a t e on t h at l a nd . F inally, to help private owners to

r estor e pr o p e r t y and encouragement them to reinvest in the

area.
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Ur ban Tr a nspor t in Sing a por e : Le ssons

The Ear l y Plann i ng S t udie

The nee d fo r a compre hensive land us e &

recognised as maj o r c hanges i n development l~

effect in tl1e ea r ly 60s af t e r Singapore a ttd

unprecedented progra mme o f p Ub l i c housi ng , u

and related in fr astructur e development was in

social , economic and po l i ti c a l demands of the

that the Statu tory Master Plan , ado p ted in 1

quate and inappropriate t o cope with the chan

rapidly e xpa nd i ng and diversi fied developmen

a new " Pl a n " to co-ordinate ph ys ica l developm

apparent.

Singapore had also recognised at a very

all growing cities , it wo u ld have to grapple

problems . Experience elsewhere has shown t h

would not suffice. It was recognised tha t a

the transportation problem can only be found

of polic ies formulated on land use a nd transp

a proper a s s e s s me n t is made of the relative r

public transportation .

In recognition of the need for such pol

major transportation studies were carried out

to 1972.

The first wa s a comprehensive Land Use/

prepare long range plans to guide Singapore 's

U'f1
PD{E)9
JY/dc
From Exp~rience

s

t.r a ns po r to. t ion study was

l i cies wer e pu t i n t o

i ned se lf -go v e r nmen t. An

rban r e newa l, industr i al

it iated t o meet the

time. It wa s recognised

95 8 , was c l ea r l y ina d e -

ged conditions of a

t programme . The need for

ent became ver y

e a r l y state that like

with its g rowing traffic

at b u i.Ld i nq r oa d s a l o ne

n effective solution to

with a comprehensive set

ortation development and

oles of private a nd

icies and plans, two

during the period 1967

Transportation Study to

physical development .



The second was a more deta ile d study of Singal~re's pUblic

transport requirements in order to select d mass transi.t system from

several alternatives that were examined .

Both studies , separately carried out by different consultants,

independently reached the conclusion tha t restraints on both car

ownership and usage would be necessary before the 1990s . These

conclusions implied that radical changes would have to be made on

policies and attitudes to car ownership and usage and a shift towards

more widespread use of public transportation .

The overall strategy require the imposition of increasing

restraints on private car ownership and usage accompanied by improve-

ments to public transport.

Obviously, such changes cannot be brought about overnight. The

imposition and the severity of various restraint measures would need

to be staged. Time would also be required to improve existing bus

services and the building of a mass rapid transit system.

The various measures that had been implemented since the early

70s are the outcome of the conclusions of these studies.
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Ur ban Tr an s port in Singapore : Le s son s From Expe r i e nc e

Vehicle Po pu l a t i on - Grow t h & Con t rol

The ve ry stif f f i s c a l me a sur e s t h a t hav e bee n i n f o r c e ov e r

the l a s t 10 years o r so to c urb th e <Jrowth of c a r owne rship ar e a

d i rec t r es u l t o f o ur ea r ly tra nsportati on stud ies .

1hese s t ud i e s had e s t i ma t e d tha t the c ar popu la t i o n will g row

f r o m 1 36 ,000 i n 19 73 t o about 400 ,000 by the ear l y 9 0s, i e a t h ree-

f o ld i nc r e a s e, if the re a r e no r estr a in t s on ca r owne r s h i p.

Co r r e s pond i ng t o thi s l e vel o f moto r isa tion , t rav e l p ro jec t i o ns f or

t he early 90s have indica t e d that the s c ale o f the r o ad ne two r k

req ui red wou ld be of such a ma g n i tud e t ha t it would be completely

incomp a tible wi t h the urban environmen t. For ins t anc e , it wa s e s t i -

mat~d that a f ew roads in t he Centr a l Area wi ll hav e t o p rov i de f o r 9

t o 16 l a ne s of traffic fo r e a c h d i rec t io n of t r a f f ic flow . Clearly ,

such a scale o f r oad s would not only destroy the city but traffic

o perations over so many lanes would be impractical and hazardous. It

was therefore obvious that the f o rec a s ted private ca r travel demands

would have to be scaled down cons iderably in order that a more prac-

tical scale o f road s c an be planned. Our studies also indicated that

t he r oad network c an be expanded to c o pe wi t h the travel demands

c or r e spond i ng t o a ca r popu la t i o n o f abo u t 260, 000 or l ess by the

e a r l y 1990s provided that s o me r e s t ra i n ts wer e a l so imposed in c a r

a c ce s s in the c i t y a r ea .

Sho rtly a fte r t he s e s tUd i e s , various a lterna t i ve me asur es o f

car owne r s h i p r estrain ts were e xami ne d. Of t he se , f i s ca l measu r es in

the f o r m o f i ncre ased i mport du ti e s, registration fees a nd an n~al road

t axes , wer e consider ed the most app r o p r i a te a nd e ff e ctive .
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As a result, import d u t ies on cars, their reyistration fees &

road taxes had been prog ressively i nc r e a s e d ove r the last decade or so

to check their q r owt.h , Details ar e shown on the following tables:

Table I - Import Duties on I~tor Car s

Period Impor t Du t i e s

1• Befor e June 68 10 % of Open Ma r ke t Value

2. June 68 to October 72 30 % of Open Market Value

3. October 72 onwards 45% of Open Market Value

Table II - Registration Fees on Motor Cars

Period Registration Fees

i} Up to Jan 80 $15 for all motor cars

i i } From Feb 80 $1 ,000 for private c ars

$5 , 000 for company cars

Table III - Additional Registration Fee s (ARF)
On Motor Ca r s

Pe riod ARF

i) Before Oct 72 10% - 25% ad valorem

ii) Oct 72 to Dec 73 25 % ad valorem

iii ) Jan 74. to Dec 75 66% ad valorem

iv} Jan 76 to Feb 78 100% ad valorem

v } lo\a r 78 to Feb 80 12 5% ad valorem

vi ) Har 80 to Sep 83 15 0% ad v a l o r e m

vii} From Oct 83 175 % ad valorem .

lJTJl

PD(E}9

JYjdc



To e nc ou r a q e the r eplaceme nt of o ld cars, a system of Pre-

ferenti al Additional Re g i s t r a t i on Fees (o r PARF) wa s introduced in

Decembe r 1975.

Table IV - Road Tax on Motor Cars

(Rate per c .c. o f engine for 1 year)

Cubic Capac i t y Befor e Oct 7 2 Jan 7 4 Mar 7 5 Jan 76 Mar 8 0 Oct 83 From
of e ng i ne Oct 72 to t o to to to to Mar 85

Dec 73 Ma r 75 Dec 75 Feb 80 Oct 83 Mar 85

Up to 1 ,000 cc 10~ 10? 1 4 ~ 20? 3351 40 ? 52? 60?

1,001 to
1,600 cc 10? 12 51 15? 25? 4O? 50? 65? 75 51

1,601 t o
2, 000 cc 1°51 15? 22? 3O? 45? 6O? 78 9 9O?

2 ,001 to
3,000 cc 1 0 ~ 2O? 35 51 40 ? 50? 7O? 91? 1059

Above 3,000 cc 10? 3O? 6°9 65 51 8O? 10O? 130? 150?

From March 197 5, the road tax on a business-owned motor car

(business service passenger vehicle) wa s raised to do ub l e that of an

individual owned vehicle .

These fiscal measures, though unpopular, have succeeded in

curbing the growth of Singapore 's car population . The table below amply

demonstrates this . While goods vehicle population had grown from 36,460

to 107,340 (or 194%) from 197 4 to 198 4, over the same period, the car

population had merely i nc r eas e d by 77,500 (or 5 4%) .

With increasing affluence, f u r t he r increases in car taxes can be

expected to keep the car population in check .
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Urban Transport in Singapore Lessons From Exper i.ence

The Area Licensing Scheme (ALS) -

A novel traffic management tool

1. The Area Licensing Scheme

Following the findings of the earlier t.ranspor t.at.Lon studies

on the need to restrain private car access into the city area, a small

working group of traffic engineers from the Public Works Department of

Singapore was formed in late 1973 to study & introduce measures to

curb peak hour traffic congestion in the city.

Of the various possible measures that were examined to restrain

private car travel, two measures were considered most appropriate for

Singapore viz an increase in car parking fees coupled wi t.h a form of

supplementary road pricing eg an Area Licensing Scheme (ALS).

Because of the difficulty of controlling through traffic and

the use of chauffeur-driven cars, it was felt that parking fees alone

as a measure of restraint would not be entirely aa t.Lafactioc y , It was

decided, therefore, that an Area Licence Scheme coupled '~ith increased

parking charges within a defined Restricted Zone (RZ) be adopted.

The Area Licence Scheme (A.LS) r equi.res that specific categories of

vehicles possess & display a supplementary licence to gain access into

a defined Restricted Zone (RZ) which covers 620 hectares of the most built-

up parts of the city. TO simplify policing of the scheme, control is

only at the entries to the RZ which are identified by Lar'qe overhead

gantries.
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Seeing that wo rker s couunu t i nq by c ars a r e th e mai n t.a r q e t s o f

the scheme, it was decide d that restr ic t i o ns on private c ars over d

short pe r i od in the mor n i.nq alone wo u l d suff ice. It wa s felt that

e ve n i ng peak hour restrictions woul d no t be necessary if motorists c an

be i nd uced not to dr ive into the zone in the morning. The hours of

restric tions wer e initially s et a t 7.30am t o 9. 30am in the morning .

The res tr icte d hours were subsequently extend e d to operate be t ween

7 .30 a m and 10.15 am.

All public buses, school buses , private buses wi t h capacities

for 12 or more persons , goods vehicles, emergency vehicle s a nd pol ice

and mil i tary vehicles are exempted .

As a concession, vehicles carrying 4 or more persons are

exempted. This is to encourage car pools. It was felt that such a con-

cession can be supported on the grounds that high occupancy vehicles

use road space effectively . It also lessens criticisms that the scheme

favours wealthy motorists and discriminates against the less well-off

motorists. car pools also serve to reduce the burden on public

transport.

The ALS was introduced on 2 June 1975 . I t s most dramatic

impact i s on road traffic into the city area . Total inbound volumes

during the morning peak was halved immediately. Over the last 10

years , the city has grown by about 20% in terms of the number of jobs.

Commensurate wi t h this i ncrease , there has be e n the expected upward

creep in the morning peak traffic. However, the present total inbound

Volumes during the morning peak is still 20% less than the pre -ALS

figures of early 1975 .
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The ALS ha s succ e eded i n mov i nq co mmu te rs f r o m the car into

p ub Li.c transport. Th e chart shows th e moda l sp l i t s o f t he journey t o

work in the pre-ALS and pos t - ALS pe ri ods.

Contrary to the t raffic engi ne ers' expectations , t.he s c he me

di d not have the mirro r ef f ect on the evening peak traffic con-

ditions. There is congestion during the evening peak. Part of the

e ve n i ng congestion is due to the cross t own traffic traversing through

the city. The presence of more cars on shopping & s c hoo l trips & goods

vehicles in the evening also account for the much higher numbers of

vehicles on the road in the evening.

However, the evening congestion is of short duration. There

are therefore no plans to introduce evening road pricing.

2 . Increase in Parking Charges in the City

AS mentioned earlier, parking charges within the Restricted

Zone coupled with area licence fees, were selected as two parts of a

single restraint package.

In order to influence owners of private car parks to raise

their parking fees, a parking surcharge was introduced on all private

car parks . The surcharge would induce car park operators to pass the

increased overhead costs of operating the car parks resulting from the

higher fees to the users.

UT8

PD(E)9
JY/dc



The law was also amended t o r e q u i r e all private car-parks t o

be licenced. In the licensing of the car-park, the car-park authority

can stipulate the minimum parking cha rges for season and short-term

parking.

3 The Park-and-Ride Scheme

At the time of the planning for the introduction of the ALS,

it was felt that an important prerequisite to the imposition of

restraints on private car travel would be the provision of an attrac-

tive public transport service.

It was felt then that the quality of bus services in Singapore

at that time would fall short of expectations of the motorists who

were used to the comfort of his car. It was considered unrealistic to

expect significant increases in capacity to cope with added demands of

motorists diverted from their cars within the time frame within which

it was planned to introduce the ALS. A better quality bus service

wousld perhaps meet the motorist's requirements.

The only reasonable alternative that was considered feasible

for early implementation was the provision of a park-and-ride service.

Eleven fringe area car parks with approximately 8,700 parking

spaces were constructed at strategic locations along the major

approach roads into the city area . Parking fees were kept at the low

level of $10 per space per month or $0.50 per entry.

Eleven shuttle bus services were licenced to provide

convenient links between the car parks and the major destinations

within the Restricted Zone .
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Contrary to our expectations, motorists did not take to the

Park-and-Ride Scheme in a big way.

The Park-and-Ride service met with poor response from the

onset. In order to prevent the collapse of the ~us companies, the bus

routes were extended beyond the fringe car parks to public housing

estates. To ensure that those who park-and-ride are able to board the

buses during the mornings, many of the extended bus services were

routed to pass the fringe car-parks.

The shuttle bus services are now well patronised and act as a

supplementary service to the bus services provided by tl1e SBS.

Alternative uses have been found to many of the fringe

car-parks. Park-and-ride, however remains popular at a few fringe car

parks.
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Buses

Ur ban Transpo r t in S i nga pore Le ssons f r om Experience

Buses fo r m the back - bo ne t o the pub l i c t r a ns po r t.a tion syste m

in Si ngapo r e .

'!he bulk o f s c he d u l ed bus s erv i c e s o n r o u te s th roughout the

island is provid e d by s e r v i c e s ope r a t.e d by t he Si ngapore Bus Se r vi c e

(1978) Ltd and the Trans Island Bus Serv i c e s (TI BS) . Bus s e rv i c es ar e

provided from 6 a.m . to midnight d a i ly. The 2 com panies opera te on

over 200 routes and carry a pproximatel y 2.4 million users daily with a

total fleet of about 3,000 buses.

Prior to 1970 , bus service was provid e d by 10 Chinese bus com-

panies and the Singapore Traction Compan y ( STC) . Each company had its

own area of operation on tile island and its own f are structure.

Effective regulation and cooedination was dif ficult because of the

laege numbers of opera toes.

In recognition of the growing inadequacy of pUblic transport

and concern that peogress in other sectors could be retarded by a

lagging pUblic transport system, a major programme for the improvement

of public transport seevice was initiated in 1970. The much needed

impetus was provided in the 1970 Government White Paper on the

"Reorganisation of the Motor Transport Service of Singapore" .

The Paper mad e a detailed and comprehensive examination of

the many problems confronting the variety of pUblic transport see-

v ices . For each of these problems , appropriate remedial action was

recommended .
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Fo L l.owi.nq the Whi t e Paper I r. he 10 Chi nese compa n ie s were

me r q ed i n t o 3 r eq i ona I c omp an i.e s , rhe 3 t oq e t.he r with t he S TC

ope r a ted a l l s c hed u led bus ser v ice s trom April 1971 . Routes were

revised and a standard fare struc t u r e was introduc e d . Opera tional

difficulties caused the STC to ce a s e ope rati o ns a t the end o f 1971. A

subsequent a ma l g a ma t i o n in Novem b e r 19 7 3 re s u l t e d in t he f o r ma t i o n of

t he Singapore Bus Se r vice (SBS) . As a r esult of the amalgamations,

major revisions to bus route s were ma de to pr o v i d e more direct travel

be tw e e n major activity are a s .

Bus flee t e x pa n s i o n since the amalgamation has bee n con-

siderable. The SBS o wned and operated a fleet of 2,200 buses at the

end o f 197 4 . The SBS now operates about 3,000 buses. To meet the

c o n t i n u i ng growth in ridership and changes in travel pa t t e r n arising

f rom shifts of major employment, housiny and activity centres and

h i q he r expectations from a more affluent population further improve-

ments in bus services will be necessar y .

In April 1983 the Trans-Island Bus Services (Pte) Ltd (TIBS)

was inaugurated t o operate scheduled bus services along 2 major corri-

dors to the northern part of the island.

In Apr i l 1984, SBS started pilot air-conditioned bus service

between an HOB new town and the city to test the feasibility of using

such buses .
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Ur ban Transport in Singapore: Lesson s fr o m Expe r i e nc e

~oad Develo pme n t i n Si ngapore

Despite the severe re strdin t o n car o wne r s hip and use, the

is land republic ha s e mb a r ked o n a r e la tively ambi t i o us road bu i ld ing

programme to open up and s erve new area s o f d e ve l o pme n t and to

increase the capacity and e f f i c i e nc y of the inher ited road network.

Indirectly too, the road building programme has resulted in the better

routing of bus services.

The biggest determinants of new travel demands are the deve-

lopment programmes of Singapore's 2 pUblic bodies viz the Housing &

Development Board and the Jurong Town Corporation.

The Housing & Development Board (or HDB) is r esponsible for

the d e v e l o pme n t of publi c housiny i n new towns located allover the

is l and republic . Over 75% o f the country's population is housed in

h ig h rise apartments built by the HDB which has also put in labour-

intensive industries, schools, recreational facilities and local

shopping centres within these towns to make them as self-contained as

is possible and to minimise the need to travel.

The Jurong Town Corporation (or JTC) is responsible for the

development of industrial estates in Singapore. Land is prepared and

t he various infrastructures laid out in well-planned industrial esta-

t es . Parcels are then leased out for private industrial users. The

J TC also puts up terrace or multi-storey factoris which are sui table

f or lighter industrial uses .
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Because the HDI3 and J 'l'C are Gove r nme n t bod ie s, their d e v e l o p -

men t plans a nd proyrammes can be well p repa red a nd coordi nate d with

the road a nd other infrastructure agenc ies . New are as of travel

demand can therefore be identified ye ars ahead and this has enabled the

Public Works Department (PWD) to p repar e its road development

programme with ease and accuracy .

In the last decade or so the PWD had spent $1 .5 billion on

r o a d development . It is envisated that another $1000 million would be

spent over the next 5 years in expanding the island's road network.

At the end of 1984, Singapore had 2590 km of roads .
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Urban Transport in Singapore Lessons Fro m Expe r i e nce

Traf f 1 c Ma nagement

Traffic management has bee n an i n t eq r a L part of o ur tra nspor -

ta tion strategy. Me a sure s we r e i n t r od uc ed t o maximise t he usage o f

the road s pa c e . These f o l l owed well k nown tra f f ic e nginee r ing pr in -

c i ples which wer e flavou r e d t o suit l o c a l cond i t ions . 1'he s e me asures

have be e n concentrate d a ro und t he c ity are a where r oa d s pa c e is at a

premium .

So me of the main tra ff ic management me asure s implemented in

recent years include the following:

Regular ising road widths - In a massive exercise carried out i n 1974,

road widths were regular i sed a nd e xc e s s s pace conver ted for ped e s t rian

use . Lane mar k ing was introduc e d on all r o a ds t o impr ove l a ne

d e s cipline.

Removal o f obstruction - Street parking has been banned on all major

roads. On minor streets in the city, parking lots are drawn. Because

of the presence of wholesale centres and markets in the older parts o f

the city, loading and unloading activities along the main roads have

always posed a serious problem. A three prong approach was taken.

Firstly , a large number o f such centres were relocated to outs ide the

c ity area in conjunction wi th urban renewal . Secondly, all new com me r -

c ia l d e velo pme n ts were require d to provide loading and unload ing bays

of f t he mai n road . Thirdly , wh e r e unavoidable , loading and un loading

acti vities at the kerbside were restricted to of f peak hours.
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Heavy vehicle movements - The har~our is located close to the city.

It was thus customary for large vehicles to travel through the city

area to reach the port. Because o f their poor manoeuvrab i lity and

slow speeds, they obstruct traffic. In 1974, vehicles with 3 axles

or more were banned from entering or travelling along the city roads

during the peak hours of 7 .30 am - 9.30 am and 4 . 30 pm - 6.30 pm on

weekdays .

One-way Street - Because of the rectangular grid pattern of the

streets in the city, about 70% of the city streets have been converted

into one-way streets. This has meant simplified junction layouts and

better utilisation of streets with odd numbers of lanes. It has also

mean t some inconvenience to bus commuters and taxi commuters. This

has been reduced by ensuring that the distances between one-way pairs

do not exceed 150m.

Central Traffic Control - The closely spaced junctions with traffic

signals offer good scope for co-ordination (or linking) . A central

computer has been installed controlling 165 junctions in the city

area. Communications are through telephone cables. The area is sub-

divided into 10 sub-areas. Each area has 7 plans calculated using

historical traffic counts . Each plan consists of the allocation of

green times for each junction to suit a particular set of traffic con-

d i, tions which also results in linking between them to provide a "green

wave". The plans are calculated by a well known traffic programme

called I TRANSY'T I • The plans are chosen to run by the computer based

on a timetable. The result is an increase of travel speeds in the

ci ty by 20%.
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Link ing o f Traffic Signals - Fo llowi ng the succ ess of central ise d

traff i c control, the scheme of linking tra f f ic sig na ls i s bei ng

e x t ende d to major a rte r ial rou tes outside the c ity area. This i s now

possible wi t h the aid of microprocessor con trol l ers wh i ch a l l ow

linking to one another without the use of i n te r c o nne c ti ng cables . No

central computer is necessary. TO da t e 11 major routes have been so

linked .

Box Junction - A successful scheme implemented is the yellow box junc-

tion . This is to prevent locking of the junction. Unde r the scheme,

vehicles are not allowed to enter a box junction if they are not able

to clear it. In other words, they are not allowed to stay i n it.

The box junction scheme is simple. Nevertheless , i t has resulted i n

better traffic conditions dur ing the peak periods .
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Ur ban Tr an s port in Sinyapo r e Lesso ns From Expe rie nce

Ta xi Ope r a tions

Ta xis hav e bee n i n e xistence fo r many years wi th t he fi rst

t a ximete r be ing installed in 1963. The re wer e no re s t r i c t i o ns on who

could own a ta xi . This resulted in i ndiv i d ua ls a nd comp anie s own i ng

fl e e ts of t ax i s. There were a lso "pi r ate " ta xi s which wer e priva t e

c ars used by ele ir owners t o pick up f ares. This sorry state o f

affa ir s exi s ted i n the 1960's.

I n 1970, action wa s taken to eradicate "pirate" taxis . Drivers

of these taxis were retrained t o be t .xi drivers or offered jobs a s

bus d r ivers and conductors . By July 1971, all "pi rate" taxis had been

e rad i ca ted. In 1966 , non-transferable taxi licences were i ssued t o

encourage individual ownership of t .xis, but this was beyond the means

o f many taxi drivers . It ended i n some e xp l o i t a t i o n of taxi drivers

b y f inancie rs . I n 1970 , the National Trade Union Congess (NTUC)

fo rmed a co-operative cal led COM FO RT to provide financial as istance to

member taxi dr ivers to o wn taxis .

1Oday , t he re a r e a b o u t 11,500 t a xi s operating in Singapore.

7 ,500 are operate d by NTUC and 3 other companies who lease out taxis

a nd the r e s t by individuals . 90% of them are air-conditioned and 40%

a r e f itted with rad i o p ho ne sets . Al l taxis are fitted with taxi-meters.

A 7 year l i f e span ha s been introduced f or all taxis so as to weed out

old taxi s from the road .

The f lag do wn fa r e is $1.20 a nd there is a subsequent fare of

1 0 7 per 375m .
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Taxis a r e allowe d t o pack ~~ a nd d rop pa s s e ng e r s a t any pl a ce

(exce pt in the centrdl bus i ne s s d Ls tr i c t ) i f t he y do not c a use

obstruction. In the CBU there ar e 23 t axi sto ps. It is ma nda to r y fo e

taxis to stop only at these stops f o e d i s c ha r g i ng and p i c k i ng up

passengers. This is to prevent traf fic congestion caused by the indi scri-

minate stopping o f taxi s .

In addition, taxi stands have been designated at large shopping

centres and other heavy usage areas.

for passengers to arrive.

Taxis can wait at these stands

Interspersed outside the city area are taxi kiosks with

telephone services to provide commuters with a demand responsive

taxis serv ice.

To encourage taxis to ply along the area s where they are needed

most, surcharge schemes have been introduced. Taxis are allowed to

charge a $3/- surcharge for any fare they pick up from the airport.

Similarly they are allowed to charge a surcharge of $1/- for any fare

picked up from the Restricted Zone in the evening peak hours.

To encourage the better utilisation of taxis a "Share-a-Cab"

system is in operation. This scheme operating between the CBD and

selected new towns allows passengers to share a ride at mutually

agreed rates.

Various other measures are now under study with a view to

ensuring that taxis remain on the road for longer periods. These

include the possibility of requiring taxis to chalk up a minimum daily

mileage and the use of relief drivers.
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In planning all these me a su r es , ce rtd in basi c roles hav e been

a s s i g ned to the taxi service . Taxi s a re not designed for mass

transportation . '!hey merely complement buses . '!hey provid e a level

of service between that o f the priva t e car and public buses .
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Urban Transport in Singapor e Les s on s Fr o m Ex pe r ie nc e

Bus prior~ty measure s

In a move to accord priori t y to buse s a n ex tensive bus

priority scheme has be e n in operatio n since 1974. There a r e 40 km of

bus lanes along the most congested parts of the city and o t h e r main

roads . Al l bus l ane s are with flow bus lane s and only operate during

the morning and evening peak hours. The minimum wa r r a n t for a bus

lane is 100 buses Zhr during the peak hour. Bi c yc l e s a r e allowed to

enter the bus lane. Bus lanes ar e cut back from the junctions for a

sufficient length to allow left turning vehicles to enter and make the

turn .

lanes.

Bus speeds have always increased with the introduction of bus

In addition, buses are also e xempt from many of the turn

restr ictions at heavily-trafficked junccions which are applicable to

other vehicles .

Vehicle-responsive traffic signals are provided at the exits

of all major bus interchanges with main roads to minimise delays for

departing buses.
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MO~R VEH I CLE STATISTICS - S I NGAPORE 197~ - 1984

End End End End End End End End End End End
Type o f Vehicle 1974 1975 1976 1977 19 78 1979 1980 1981 1982 19 83 1984

Motor-Cars 143,767 143,155 136, 574 136, 5 74 13 8,654 145,137 15 5, 020 165,198 184,150 206, 26 0 221,2 78

Motor-Cycles 84,849 83,145 84, 018 89, 842 98,248 108, 051 118,345 127,722 136,899 141,569 134,693

Goods Vehicles 36,462 41 , 39 1 45,757 49, 524 55,626 67,220 78, 038 87 , 772 96 ,90 3 102,578 107,335

Publi c Buses 2,188 2,312 2, 595 2,631 2,842 2,913 3 ,04 1 3,188 3,203 3,268 3,354

School Buses 2, 0 76 2,088 2, 091 2,170 2,268 2,394 2,445 2,530 2,736 2,733 2,645

Taxis 5,162 5,388 5,473 6, 009 7,683 8 ,518 9,462 9,862 10,278 10,668 11,058

Others 2,362 2,899 3,356 3,204 4,063 4,496 4,990 5, 533 6,107 9,212 10,959

All Motor 276, 866 280,378 279, 864 289, 954 309,384 338,729 371,341 401,805 440,276 476,288 49 1, 3 22
Vehicles
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LEGISLATIONS RELATED TO PLANNING
AND CONTROL OF TRANSPORT AND
URBAN DEVELOPMENT IN MALAYSIA

ROBERT GAN
Director, Minconsu lt Sdn Bhd, Malaysia

Transp:>rtation and urban developnent are inter-related . It is in
the urban areas that traffic congestion occurs . This is the
result of developrents taking p l ace in the urban areas . Problems
of transport and urban developnent cannot be treated in isolation
from one another . Growth in vehicular traffic is related, inter
alia , to the rate of urban developrent . In existing urban areas
developnent has taken place at a much f aster r at e than the
developrent of road space, This is another contributing factor
to traffic congestion in t owns. Whilst there are legislations
controlling urban developnent and transp:>rt i n this country , some
of these legislations, p3.rticularly those on transport need to be
r eviewed.

This Paper attempts to briefly :

o examine the existing legis lations on urban deve­
lopment and transportation;

o assess the i nt er action between urban developrent
and transport;

o identify the urban transport pr obl ems and '
prospects; and

o suggest chanqes to the existing legislations to
cope with future growth.



In M3.laysia,the tenn 'urban' is defined as being a gazetted
centre with p::>pulation of 10, 000 or over. Based on this
definition, 41. 5 percent of the total p::>pulation live in urban
areas in 1985.

large and small-scale developnents are continuously taking place
in these urban areas, particularly so in the larger ones which
inelude Kuala Lumpur, Penang, Johor Bahru and Ip::>h.

legislations on the planning and control of developnent in the
urban areas are mainly in the form of by-laws adopted by the
individual authorities. AIthough there is a TcMn and Country
Planning Act, this has not been adopted by all the states. Under
the provisions of the TcMn and Country Planning Act 1976,
Structure Plans and Local Plans are required to be prepared by
the local authorities.

Adoption of the Structure Plan..Systen

The Structure Plan is basically a polLey statement while the
IDeal Plans are, in essence, detailed plans which specify the
types of developrent to be undertaken in the areas to be
developed. These are the actual plans for physical development.

The Structure Plan system which originated in the United Kingdan
was intended to be a flexible document vis-a-vis the old
Deve;lopnent Plan system which was found to be too rigid and
tine-consurning thus resulting in serious backlog in processing
developnent applications. Flexibility in planning and control of
develq::ment is desired in order to cope with future changes which
may not happen as predicted. As such, the Structure Plan system
calls for the formi'latrion of pol.i.ci.es which are to be used as
guidelines in the preparat.ion of Local Plans for specific areas
to be developed in the foreseeable future ;' say 5-10 years.

A number of Structure Plans have been prepared by the states
which . adopted the Act but todate no Local Plans have been
prepared yet. APart from Kuala Lumpur and Johor Bahru most of the
Structure Plans which have been prepared have not gone beyond the
stage of Report; of the Survey. There appears to be an unduly
long 'gap between the preparation of a Structure Plan and the
Local Plans. In the interim period, control of urban developrrent
are still being guided by the existing by-laws.

It is expected that all the states would eventual 1y adopt the
Town and Country Planning Act and Structure Plans \\Duld be
prepared for all the state capitals and other major urban areas
in the the states. .
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Introduction of the Structure Plan s ystem into this Country is
undoubtedly a step in the right direction . It is canmendable
that the Federal authorities saw it expedient to introduce the
system for the proper control and regulation of tCMn and country
planning in the local authori t y areas. The bill which was
presented in 1975 wa.s enacted in 1976 .

Control an Urban Develqm::nt

AIthough a number of Structure Plans have already been prepared,
its efficacy on urban developnent in the areas where these plans
are available are as yet to be evident. This is simply because
no Local Plans are available. The successful application of the
Structure Plan system as an instnrrnent for proper control and
regulation of urban developnent in local authority areas depends
on several factors .

sane of these include:

o appropriate interim control of developrrent
before Local Plans are prepared-

o proper interpretation of policy staterrents when
preparinq Local Plans;

o improverrent of the time-lag between Structure
Plan and Local Plans; and

o strict adherence to the plans .

o Appropriate interim control. From past experiences it .
has been found that it takes 2-5 years to prepare an Urban
Structure Plan and it takes even longer to prepare IDcal Plans.
During this period of plan preparat.i.on, developnent would have
taken place in the urban area. It is, therefore, important that
appropriate interim control of developnent must be carried out.
This is, perhaps, the most difficult part of the exercise .
SUitable strategy must, therefore,be fonnulated to ensure that
approved deve1opnents tie in with the policies of the Structure
Plan .

o Froper interpretation of policies. ProPer
interpretation of the pol i.cy statements contained in the
Structure Plan is essential when preparinq Local Plans . While
one of the rrain features of the Structure Plan is its flexibility
in land-use allocation, it must, hcwever , not be construed that
Local Plans can be prepared independently of the Structure Plan
or a canplete departure from the policy statements. Flexibility
in this case should not be misinterpretated as the need to make
unnecessary changes or deviate from the original proposal .



Take for an example, a Structure Plan may suggest that a housing
area be targetted for a certain population, this target
population should be adhered to but the flexibility would be the
densit y which it could be applied to the sub-areas. It may be
found later that sane sub-areas warrant increase in densities
because of changes which have occurred faster than projected and
sane areas may not require any increase in density. The
Structure Plan is a broad framework within which the Local Plans
must conform. The policies once formulated should not be
changed .

o Improverrent of time-lag. The time-lag between
Structure Plan and Local Plans must be improved if proper control
of urban developrent is to be carried out. The Structure Plan
v.Duld rerrain an ineffective document if there is no Local Plan to
guide the developnent in the urban areas.

o Adherence to the plans. When the Structure Plan am
the Local Plans are prepared it is imI;x:>rtant that strict
adherence to these plans be maintained. Applications for urban
developnent must conform to the adopted plans. Any major
departrure from the plans woul.d, needless to say, throw the plan
out of gear. Whilst it is appreciated that sanetimes development
applications are approved based on political decisions vis-a-vis
technical evaluation, these should be limited to as few instances
as possible.

Legislations on road transport in this Country were introduced
much earlier than legislations on planning or physical develop­
ment. Legislations were in force before the introduction of the
motor vehicle into the Country.

Historical DevelOfIlEl1t of Road Trans];x?rt Legislations

The first piece of legal docurrent on road transport was
introduced in 1990. It was known as the Vehicles Enacbnent 1899.
This Enactment was concerned with non-mechanically-propelled
vehicles which include horse carriages and rickshaws.

with the advent of the motor vehicle into the Country a new
legislation was introduced. KnCMn as the Traction Engines and
~tor Cars Enact:rrent 1912, this Enactment was limited in scope
and was amended several times to cope up with changes. It was in
operation for 12 years until a new enactment was introduced in
1928.
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The Motor Vehicles
earlier enactments.
earlier enactment. -

Enactment; 1928 · was an .irrprovement; over the
It attempted to pl ug the loopholes of the

A milestone in road transport legislations was established in
1937 with the introduction of the Rood Traffic Enactment 1937.
It was a very comprehensive dccument in those days and it con­
solidated all previous enactments. Several new features were
introduced, but 2 of the important ones which remain todate were:

o the introduction of third party risks; and

o the issuance of different categories of licences
for commercial vehic l es .

The Enactment was supplemented with 16 sets of subsidiary
legislations kncwn as Rules. The subsidiary legislations dwelt
specifically on different aspects of rood transport, for example,
a set of Rules governed speed limits such as the imposition of
speed limits in built-up areas, the arrount of fines or penalities
to be imposed for speed offences, etc. The 1937 Enactment
remained in operation for 21 years.

In 1958 a new legislation was introduced. It was known as the
Rood Traffic Ordinance, 1958. This Ordinance must surely hold
the record of being the oldest piece of legislation on rood
transport in operation. It was introduced in 1958 and after 27
years it is still in operation. Nl.nrerous amendrrents were made to
this Ordinance since it was introduced and it is understood that
a canpletely new legislation is currently being drafted.

The 1958 Ordinance was an improvement over the 1937 Enactment and
it incorporated several new features but 2 notable ones were:

o the introduction
for cammercial
licences; and

of 2 more classes of licences
vehicles, contract A & D

o preference given to Burniputras to enable them to
enter the transport industry.

The Ordinance is supplemented with 14 sets of Rules whi ch are
amended versions of the Rules of the 1937 Enactment.

All the traffic and rood transport legislations were modelled on
British rood and rail transport acts and they governed both
public and private transport.
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Control on Public Transport

The Road Traffic ordinance 1985 requires all operators of public
transport such as bus services to have a service 1icence . The
licences are granted by the Federal Licencing Board which has the
power , when granting a licence, to speci.fy the route t o l:::e
serviced, the time and fare table to be followed and thE;
equipnents to be used. The Board also has the power to attach
special conditions to the public service licences and also to
suggest or negotiate with applicants or present holders of
licences for any extension of the services offered to meet public
requirements .

Although the issuance of I icences by the Federal Licencing Board
ensures uniformity in application of rules and practices this
would also tend to isolate the licencing authorities from local
problems and conditions which local authorities are in a better
pos.i.t.ion to appreciate. Insofar as public transport; matters are
concerned no pa.ver is delegated to the state or local
authorities. All polLey matters and licencing are drafted by the
Federal Licencing Board. This is one of the major areas which
could be included in the general review of the existing road
transport legislations.

URBAN DEVELOPMENr AND TRANSPORT INrERAcrION

The arrount of traffic attracted to an urban centre depends on the
ty-p= of developrrent taking place in the urban centre and also the
vehicle ownership in the area. Different types of developnent
generate different magnitude and type of traffic. Increase in
vehicle ownership result in increase in travel demand and car
usage which means rrore trips being made.

M:ljor Traffic Generators

Cormercial developrrent generally attracts rrore traffic than
office developnent . A recent study undertaken by MINCONSULT at
10 of the office/shopping canplexes in Ku~la Lumpur produces sane
interesting results.

The study reviewed that on average an office/shopping canplex
attracts:

o 2a car trips per 1 , 000 sq. ft. of carmercial
floor space;

o 5 car trips per 1,000 sq. f'r .. of office space;
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o 130 person trips per 1, 000 sq.ft. of commercial
. floor sp3.ce ; and

o 30 person trips per 1,000 sq . ft. office space.

The study also revie~ that the average parking duration is :

o 1.5 hours at supermarkets;

o 2.4 hours a t shopping complexes; and

o 4 . 4 hours at offices .

It means that for a large canplex like Sungei Wang and Bukit
Bintang Plaza, scme 130,000 person trips are attracted to the
complex everyday. These include worker's as well as shoppers.
About 16 percent of these person trips are rrade by car thus
prcrlucing sane 20,000 car trips per day. In addition to these
car trips scme 20 percent of vehicle trips which include
rrotorcycles and crnmercial vehicles are attracted to the
canplex. Therefore, a total of sane 25 ,000 vehicle trips are
attracted to the complex.

With such rragnitude of traffic which is in fact, greater than
that generated in a srrall town, it is important that the location
of such campIexes be carefully considered and the traffic
circulation properly planned.

Kuala Lumpur City Hall has rightly imposed on all recent
applications for development of office/shopping complexes to be
accampanied with a traffic study before the plan would be
considered for approval .

car CMlership and Travel DEroand

As the number of cars increases the travel demand or number of
trips rrade also increases. For example, in Kuala Lumpur in 1973,
1.1 million person trips were made and the car ownership then was
about 65,000 cars. The travel demand has increased to 2.4
million person trips in 1980 with car ownership reaching 125,000.
These figures show that the average number of person trips per
passenqer Cc"U" has increased from 16.8 to 19.2 fran 1973-1980.

Travel demand in Kuala Lumpur has increased at a rate of about 12
percent per annum over the peri.od of 1973-1980. This was a much
greater increase when canpared to the period 1964-1973, which
registered an increase of about 5 percent per annum. In 1964
total travel demand was only 700,000 person trips.
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with the increase in car ownership, the mcde of travel has also
changed considerably. In 1964 about, 55 percent, of the total
person trips in Kuala Lurnp.rr were made by passenger car and the
remaining 45 percent by public transport. Trips by public
transport, however, have decreased steadily over the 16-year
period while car trips have increased. In 1973 person trips by
public transport has decreased to 35 percent and further
decreased to about; 25 percent in 1980. These changes in travel
demand and travel rrode were to be expected.

As shown in table l, car ownership in Peninsular Malaysia has
been increasing at a consistent rate of 10-12 percent per annum
but growth of rrotorcycle ownership was much faster, achieving a
rate of 13-14 percent per annum.

In Penang State, growth of car ownership was slower, registering
9-10 percent per annum over the same peracd. t-btorcycles,
ho.vever, have shown a faster growth since the 1980s canpared to
Peninsular Malaysia (see table 2). It was esti.nated that about,
70 percent of the car ownership in Penang State were on the
Island. Tbtal travel demand on the Island was esti.nated at 1.1
million person trips in 1980.

Problems am Prospects

All the 4 major urban areas in Peninsular Malaysia experience
urban congestion. As rrentioned earlier, the problem of urban
congestion is attributed, in general, to increase in travel
demand and car usage, rapid growth of urban developnent and
inability of road developnent to keep pace with urban
developnent.

The problem will deteriorate further with the increase in
popul.atrion, household incx:rne, car ownership, travel demand and
urban developrerrt., The prospects for alleviating this problem
are not entirely dim, part.icul.arIy in cities like Kuala Lumpur
and Penang which have public urban transr:;ort. This could be
improved to divert person travel fran private cars to public
t.ransport; •

In addition, measures could be taken to provide a road network
with easy access for vehicular traffic to all part.s of the city.

For long-tenn planning, it may be necessary to consider vehicle
restraint measures.

Tb implerrent the above , it is necessary that proper legislations
are available, to overcane any constraints or obstacles when
translating the plans to action.
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TABLE 1 VEHICLE REX;IS'ffiATICNS IN PENINSULAR MAlAYSIA

Year car Taxi Lorry and Van Bus Sub-total M::>torcycles Total

(vehicles)

1965 154,300 5,200 41,900 3,800 205,200 175,000 380,200

1979 570,819 11,736 126,142 11,789 720,486 1,116,569 1,837,055

1980 668,576 12,765 143,983 12,618 837,942 1,285,900 2,123,842,
1981 750,344 14,583 160,970 13,340 939,237 1,467,187 2,406,424

1982 832,456 16,582 172,333 14,380 1,035,751 1,623,756 2,659,507

\D
1983 916,728 17,765 186,823 15,526 1,136,842 1,833,590 2,970,432

(average annual growth rate - percerrt )

1979-1983 12.6 10.9 10.3 7.1 12.1 13.2 12.8

1965-1980 10.3 6.2 8.6 8.3 9.8 14.2 12.2

1980--1983 11.1 11.6 9.1 7.2 10.7 12.6 11.8

Source : Road TransI?Ort Depa.rtment, Kuala Lumpur',



TABLE 2 VEHICLE RmISTRATICNS IN p~ SrATE

Year Car Taxi Lor ry and Van Bus Sub-total MJtorcycles 'Ibtal

(vehicles)

1965 20,975 214 3, 211 400 24, 800 27,126 51, 926

1979 65,352 474 11,404 1, 073 78, 303 124, 984 203, 287

1980 71,669 534 12, 541 1, 161 85,905 134,979 220, 884

•
1981 78, 422 615 13,929 1,219 94,1 85 152, 068 246,253

1982 86,910 776 15,045 1,340 104,071 169, 538 279,609

1983 94,896 871 16,193 1 , 429 13,389 198 ,810 312,199
I-'
0 (aver age annual grCMth rate - per cent )

1979-1983 9.8 16.4 9.2 7. 4 9. 7 12.3 11.3

1965-1980 8.5 6 .3 9. 5 7. 4 8. 6 11.3 10.1

1980-1983 9.8 17.7 8 . 9 7. 2 9. 7 13.8 12.2

Source Road 'Pransport; Departrrent, Kua la Lumpur,



o Efficient publ~c transport. An essential feature of
an efficient public transport system must be its ability to offer
a level of service canparable to the convenience and canfort
afforded by personal transport.

An efficient public transport system may consist of only I mode
(e.g. bus transport) or a canbination of 2 or more rrodes (bus and
rail) as in the case of a ITBSS transit system. This depends
largely on passenger volurres and concentration of travel along
the principal corridors.

Another feature of a good transport system must be its ability to
rreet differing levels of derrand , For example, derrand along the
main corridor is much higher than that on feeder roads on the
outskirt of the urban area. A standard size bus may be suitable
to serve the main corridor but srra l Ie.r buses such as mini-buses
would be more appropriate for feeder services.

o Goa:l road network. A good road network should pennit
convenient and easy access of vehicular traffic to all areas of
the city . Although congestion is inevitable during peak hours, a
certain level of congestion is normally .acceptabl e provided
convenient access is available to the motorists.

Conventional road system such as the "ring road and radials" and
"grid iron" could provide free flON of traffic if all the
intersections are grade-separated or complete segregation of
pedestrians from vehicles. These are, of course, expensive
propositions and could only be justified if traffic volumes are
high enough.

o Vehicle restraint. vehicle restraint may be
considered as a long-term measure but it is essential that an
efficient public transport system and a complete road network are
available before vehicle restraint measures could be successfully
implemented. There are many t ypes of vehicle restraint measures
but generally they can be classified into the following groups:

o area licencing;

o Parking charges; and

o road pricing.

Area licencing is the use of special licences issued on a daily
or month1y basis to vehicles entering certain areas of the trwn,
for example, the system presently in operation in Singapore.
Area licencing is usually supplemented with car pooling which
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means that passenger cars which have full occupancy are exempted
fran paying to enter the central business district (CBD) during
peak hours.

The impact of area licencing on CBD congestion is perhaps,
arbitrary . It might tend to encourage those who do purchase the
permits or area licences to make additional use of the vehicles
to get their rroni.es ' MJrth. It also tends to shift traffic
congestion fran the peak hours to the off-peak hours. The rrain
advantage of this system is the cost of implerrentation which is
relatively low if stringent enforcerrent is rraintained.

Parking charges can be used as a form of vehicle restraint.
Parking fees could be raised to a certain level to discourage
people fran bringing their cars to the CBD. Differential parking
charges could also be enforced, if certain types of trips were to
be discouraged, for example, if it was found that a high propor­
tion of the vehicle trips to the CBD are work trips and the
desire is to discourage people fran bringing their cars to work,
then the parking charges can be rranipulated in such a way that
the parking charges for the morning peak hours say, 7.30 am ­
9.30 am could be higher than the other hours.

The use of parking charges as a vehicle measure has several
merits in that it is relatively simple to implerrent as no
expensive equipnent is involved and it is inexpensive to carry
out as it does not involve any large capital outlay.

Road prlclllg as a form of vehicle restraint is based on the
principle that payrrent must be made for the use of road space in
congested areas. r-btorists who value their trips more than their
fee they have to pay, will use their vehicles while those who do
not, will not use their vehicles. This will eliminate the volume
of vehicles into the" CBD. This method has the advantage that it
can vary impact by time of day and also by geographical areas,
for example a higher rate could be charged on vehicles entering
the rrost congested areas during the highest peak hours.

The system based on the road pricing principle is presently being
experimented in Hongkong. The pilot project known as Electronic
Road Pricing System is analogous to the telephone billing system.
Private vehicles are fitted with an electronic gadget which will
be picked up by sensors when the vehicles pass through the
congested areas where charges are imposed. These charges which
could VaT'j according to the degree of congestion of the area,
would be recorded and at the end of the month, a bill stating the
total arrount and detailing the trips recorded will be sent to the
car owner.

This method
restraint.

is the rrost sophisticated and ideal form of vehicle
However, the mai.n disadvantage is that it encroaches
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onto the individual's privacy. Since the pilot project started
in Hongkong strong protests were received frorm the PJblic.

o Mass transit system. It has became fashionable in
IIDst Asian cities nowadays to have a mass transit system, either
in the form of light rail or heavy rail capable of transporting
upto 80, 000 passengers per hour (Hongkong M=tro).

The cost of a mass transit system is usual 1y astronanical and
could only be justified if the ridership is high enough. 3 rrain
factors must be present before one can seriously consider
building a mass transit system. These are:

o population and daily
sufficient rragnitudes;

urban travel are of

o population is
corridor; and

concentrated within a narrow

o car ownership is relatively low.

These conditions are not prevalent in IIDst, perhaps all, the
rrajor urban areas in Malaysia and therefore a structurally-guided
rrass transit system is not justified.

If proper control of developrent in the urban areas and provision
of a balanced transp:>rtation system are to be achieved, new
legislations must be formulated. New legislations on -r oad
transport are in dire need to replace the existing Road Traffic
Ordinance which is now alrrost; 30 years old and is somewhat
antiquated.

SUggested Areas for New Iegislations on Road Transport

This Paper suggests t.hat; sane of the areas where new legislations
should concentrate include:

o the planning and rranagement of bus transp:>rt;

o provision of a balanced transportation system in
the urban areas;

13



o licensing and routing of cc::mrercial vehicles;
and

o utilisation of private vehicles.

o Planning and rranagement of bus transport. Existing
legislations on bus t.ransport; are rather restrictive. All the
control are in the Federal Licencing Board. It is suggested that
the state and local authorities be involved in the licencing of
bus transport and this will include the planning of bus routes as
well as the control of bus operations and bus fleet. Since local
authorities have a better knowledge of local conditions and the
need for bus t.ransport., it is logical that they should have a say
in the planning and rranagement of bus transport wi thin their
areas.

o Balanced transr::ort system. Legislations should be
introduced to ensure that the various modes of public urban
transport such as stage buses, rruru, buses and taxis are
co-ordinated and do not result in wasteful ccrnpetition and that
they provide an overall balanced transportation system. The
legislations should also ensure that the modes of public
transport are serving the purposes for which they are . intended.
For example, in Georgetcmn the urban taxi service does not
actually fulfil its function in providing intra-urban service.
Instead the taxis are virtual I y providing inter-urban service
because of the restriction requiring them to stand at allocated
taxi tenninals and they are not allowed to ply for fares on the
streets.

o Licensing and routing of commercial vehicles.
Existing legislations on commercial vehicles,in particular on its
permissible laden weight are unrealistic. Most, if not all,
corrmercial vehicles exceed their permissible laden weight and
these cause undue congestion or delay to fast4TIoving vehicles
when the commercial vehicles travel on the urban roads.

It is suggested that realistic loads be permitted and that
CClITID2rcial vehicles be prohibited to enter certain roads in the
urban areas. This restriction should not ?pply to all carmercial
vehicles but only to those exceeding certain weight.

o Private vehicle usage. Legislations on utilisation of
private vehicles would have to be introduced when vehicle
restraint measures are implemented in the long-tenn plan, for
example, legislations would have to be introduced to require
private vehicles to be fitted with sensors if the electronic road
pricing system is intrcduced.

14



1Id:litional Planning legislations

As discussed al::xJve, legislations on urban deve1opnent; are
generall y adequa t e with the Town and Country Planning Act but
what is lacking is the interim developrrent control . It is,
therefore , suggested that legislations be drawn to control
developrrent during the interim period befor e introduction of the
Town and Country Planning Act and the availability of Local
Plans .

The conclusions which could be drawn from the above discussion
are that:

o it is desirable to introduce legislations on the
control of urban developnent during the interim
period before the Structure Plan and Local Plans
are prepared ;

o the pr ob l em of traffic congestion in urban areas
will deteriorate further with increase in
vehicle Otmership and household income but these
are not entirely insunrountable as there are
measures which could be implemented; and

o there is an urgent need f or new legislations for
urban transport to replace the existing
legislations which are now outdated .

1.

2.

3.

4 .

5.

6 .

Road Traffic Ordinance, 1958.

Tcwn and Country Planning Act, 1976 .

Kuala Lumpur Draft Structure Plah, 1982 .

Gan, Robert "r;rass Transit System for a Petter Flow of
Traffic in our Cities" Majallah Akitek , 3 .81, 1981.

Gan, Robert "Transportation Problems and Prospect's in
Kuala Lumpur" Housing and Proper'ty , MayjJune 1983 .

Road Tansport Department car registration statistics .
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LEGiSLATION RELATED TO THE PLANN iNG AND CON TROL OF TRANSPORT
AND URBAN DEVELO?:ru~NT - THE UK EXPER I ENCE

1. l nt rodu o -t i o n

Hi s tori cal ly the UK h a s a l o ng and st r o n g l e gisl a t i v e

trad ition i n relati on ~o t he pla n n ing a nd c o n t r o l of

transport a nd urban d evel opment . Given Bri t a i n 's

" c o l o ni a l" pa st i t i s no t s u rpr i s i ng that much o f thi s

l e g i sl a t ion h a s be e n a d a p t e d , to a greate r or l e s s e r extent ,

to mee t conditio n s i n c ou nt r i es o the r than t h e UK . Whe ther

s uch a p r act ice is d esirab le or no t i s debata ble, a nd

p e rhaps more at t en ti o n sh o uld b e focu s sed on t h is p o i nt .

However , as I have bee n asked to ta lk about t h e UK

expe r ience of l eg i s l at i o n c o nce r n e d wi th the planning and

cont r ol o f t ra nspo r t and ur ban developme nt , I will do so,

f ocuss i ng f irst o f a l l on t he i ssue of ur ban development.

2 . Pl a n n i n g a nd Cont ro l of Urban Deve lopment - the
Cu r r e nt UK Experience

2 .1 Development Planning and Leg i s lat ion

The s yste m of land u s e controls introdu ced by the Town and

Co u nt ry Planning Act 197 1 and the Loc al Government Ac t 197 2,

for ms the basis of the present legislation c o ncer n ed with

the pla n n i ng a n d c o ntrol o f ur ban d e velopme nt i n England and

Va les . Si milar leg islation was al so enacted f or Scotland.

Th i s leg is l a t i o n is primarily s e e n as bei ng c o nce r ned with



l a nd use, the obj e ct i ve s of whi c h wer e d esc r ibed by the t hen

Chie f P lan n e r in c e nt ra l g over n me n t as

" ( a ) cl a r i f y i ng l e vels o f responsibi li ty s o that o nly ma jor

polici es and obj e c tives are b ro ught bef o re t he Mi nister for

approva l , while matters of d e tail a nd l oca l land u s e are

settled locally ;

(b) p rov i d i n g more posi tive gUidance for de velopers and

devel opmen t control;

(c ) incre a sing public understanding of the system and

par t ic i p a t i o n in the pl an-making proc ess;

Cd ) s i mpl i f y i n g planning administration" (James 19 65 )

S u bse q u e n t advice from central government clarified t h is

ro le, a nd the relationship be t we e n l a n d use planning and

s oci a l and e conomic policies, when it expanded on the main

f u nc t i o ns of the structure p lan as being " . . ( b) to

i nte r p re t national and regional policies in terms of

physi c al and environmental planning for the area conc erned .

Na tional and regi ona l policies tend to_be primarily eco n o mic

a nd social .. . : structure plans represent the stage in

p la n n i ng at whi ch such policies are integrated with t he

e conomic, social and environmental policies of the country

a nd expressed in t erms o f their effec t on land use,



environmental development and the associated transpor t

system . . . " Similar a dvi ce is repeated in the c ur re nt DOE

circular dealing wi th the d e velopment plan, Ci rc u lar 22/ 8 4 .

Thus it is clear that in the United Kingdom t o wn a n d c o u n t r y

pl anning is seen b y gove r nment as part of a wi d er se t o f

inter-related planning a ctivities whi ch operate in d ifferen t

areas <e .g. housing, health, education, social servi ces,

transport, employment ); at different levels <e . g . nati ona l ,

regional, sub-regional, local) and through differen t

agencies <e . g. ministries, ad hoc bodies, local au thori ti e s )

t o a chieve the social and e conomic change sou ght b y t h e

founder s of t h e town planning movement . The intenti on i ::=-.

tha t town and country planning will contribute to t h e

a chievement of this c h a n g e by shaping and gUid ing

d evelopment and the use of land. Th u s the role of the t o wn

and country planner in society is concerned solel y wi t h

de velopment and land use, operating implicitly within a

framework set by higher order social and economi c polici e s.

This somewhat narrow view of the role of town and c o u ntry

planning would be perfectly acce p t a b l e and workable i n

practice

- if t h e r e were a clearly established framework for

planning through whi ch national obj ectives for social a nd

e conomic c h a n g e c o u l d be coherently presented;



- through which more specific sectoral objec tives and

policies relating to issues such as the economy, income,

employment, industry, agriculture, natural resources,

housing, social services, and transport could be presented

in an integrated way at the national level;

- through which these national socio-economic and sectoral

policies could be amplified in relation to the various

regions of the country;

- through which these 'regional' interpretations of socio­

economic policy could be translated into a spatial

structure, which in turn could be translated where

appropriate into local detailed plans, and projects for

development and implementation. If such a framework existed

then the role prescribed in legislation for town and country

planning would be feasible.

Regrettably no such framework exists in the United Kingdom.

At the national level policies for social and economic

change are articulated in a disjointed way through white

papers, green papers, acts of Parliament, departmental

circulars and memoranda, and fiscal measures. With the

exception of the short-lived National Plan in 1964

(Department of Economic Affairs 1964) n~ attempt has been

made to present a co-ordinated picture of



(a) na tiona l objective s , p o li ci es a nd proposals f or s o c i a l

and e cono mi c change ;

(b ) more s p e c i f i c sec t oral o bjective s a nd po li c ies relating

t o i s s ue s s uch as the e c o no my , i n du s t ry , h o us ing , nat ural ; ~

resourc e s e t c;

(c ) t h e a l l oca t ion o f re s o urc es t o i mple me n t t h e se

p o l i c i e s , and

( d ) t he b r o a d in t e r- r e l a ti o n s hi p bet we en t h e s e poli c ies and

reg i o nal a nd u rba n d e ve l opme nt .

At the re g i ona l l evel i n Eng l a nd and Wal e s at te mpts t o

re l ate n a t iona l s oci o -ec onomic and s ec t o r a l p o lic ies t o

spe ci fi c r eg i o n s h a v e a t b e s t b e en half-hearted . F o r the

per i o d 19 6 5 -7 9 t h e Re gi ona l Ec o n o mi c Co u n c i ls a tte mpted to

prepare broad advi sory st r a t e gies for s oc i a l , economi c and

p h y s ica l d e v e l o p ment , a l t h o u g h the q ua l it y o f thes e

strateg ies varied eno r mously . In some parts of the c o u n t r y

local a u t h o r i t i e s t o o k the ini t i a ti v e in atte mpti n g t o p l a n

a t t h i s level and c reate d s tand i ng c onf e r e n c e s on r e g i o n a l

planning, e. g. Wes t Midlands Planni ng Authorities Conferenc e

( WMPAC 1974) whilst in o t her parts o f t he c o u n t r y s u b­

regional planning stu d i es were produced e i t her by

independent t e a ms f or a g r o up o f loc al au thorities, e .g .

Co v e n t r y - S o l i h u l l - Wa r wi c k s h i r e or b y teams c o mmi ss i o n e d by



c e ntral g o v e r n men t t o examine t h e f e a s i b i l i t y o f l arg e s cal e

p lann ed e x pansion of s elected a r eas o f the co u n t ry , e .g .

S ou th Ha mps h ire . Generally, howeve r , the se plans o r repor ts

fai le d (a) t o a mpl i fy t h e nat ional s oc i o - eco n o mic s e cto r a l

poli ci es ins ofar a s t h e y affe c t e d their par t icu lar region

a nd ( wi t h the e xception of WNPA C and the s u b -regi ona l

stu d i es ) ( b) o nly rarel y p rodu ced p osit ive p r oposa ls f o r

acti o n . Thus the ess e n t i a l s o c io-eco n o mic fra me wo rk whi ch

urban d e v e l o p me n t p l a n n i ng ( o r t o wn a nd c ount ry planning )

n e e d s if i t i s to be u s ed in a posi ti v e way to c ontr ibute t o

s o c i o -ec o n o mic change , is missi ng . De vel opme nt p lanning ,

d e s pi t e having i t s narrow b u t c l e a r l y def ined r ole, is

f orced t o ope r a te i n a vacu u m. Ho w can it be used to give

p h ysi c a l express ion to nationa l s ocial and e c ono mic

pol i c i e s t h r o u g h s t ructure plans and l ocal p l a n s wh e n those

polici e s are not cl ea r ly , a n d c o h e r e n t l y pre s ent e d ? The

v e ry ro le c hose n f o r d evelop ment p lan ni ng by the legi s lat ors

i s o ne wh i ch i t ca n n ot p resent ly ach ieve. Th is c onceptua l

weakness which underpins o u r current s ystem o f land u s e

p l a n n i n g h a s ine vita b l y h a d a prono unced ef f e c t o n t h e r ole

of t h e p l a n ner in our society . It q uite c lear ly prescri bes

a n arrow depa rtmental, l a n d use based r ol e f or t he p l a n ner .

At the same t i me , b y n ot providing a~ohere nt h i g h e r o r d er

pl anning framework, it makes the s u ccessfu l o p e r a t ion o f

tha t narrow ro le a l most impossible .



This impe r f e c t s ituat ion i s ma d e even more d iff icu lt by t h e

othe r impli ci t but fall a cious assumption u nde rp i n n i ng the

l e g i slation whi ch prov ides f or the c u r r e n t l a nd u se pl anning

system. i . e. t hat p lanning a s a n acti v ity i s neutra l and

obj e c t i ve. I f i t we r e t he n the idealised a nd c o mprehe n s ive

planning fr amework need ed f or a narrowly based l and u s e

planning system to opera t e ef fect ively mi ght so lve the

problems e nc o unte r e d for t he planner i n ide ntify i ng h is

r o l e . Bu t plann ing is no t neu tra l . Rathe r i t is c e nt r a l ly

involved in the d ist r ibu t i o n of scarce reso urces; c o nf l i c t s

of intere st are an inevitable c o nsequence o f that

di stribu tion. Pla n ni ng fa r f r o m be i ng apo lit ical , i s

e ssenti a l a poli ti cal ac t ivity conce r ned wi t h " ... the

regulation of di s a greements abo ut ma tters o f publi c cho ice. "

(Rose 19 74 ). As such i t i s i nevitably part i a l ; a d h oc ;

subject t o pres su re s and muc h influenc e d a n d c o n s t rai ne d b y

the poli ti c al p o wers of t he day .

In t h e s e c i rc u mstance s , wit h an adequate p lan n i ng framework,

and the a s s u mpti o n tha t the pla n ni ng f u nct i o n is apoliti cal,

is i t any wonder that the p l anne r i s c o nf used a nd unc ertain

as to his role, and t h e pu r p o s e o f de velopment planning as

provided by statute? On the one hand t he planner is t e mp t e d

to e xtend his r o l e to encompass the c o mpl e x i t ies inherent in

the c o n s i d e r at i o n of economi c, soci al and physical i ssues.

On the other hand he is tempt ed to c a ut i ou s l y ret r e a t to a



posi t i on which i s c o n c e r n e d with the use and develop me nt of

l and.

2 .2 The Cha n g ing Rol e o f De ve l opment Planning 19 68-79 As

Ref l e cted in the Legislat i o n

I n the years f ol l owi ng the introdu c t ion of t he To wn and

Co untry Plann i ng Ac t 19 6 8, p lanning pra c ti ce o perated as if

a c o mp re h e ns ive and ra tional s ystem o f planning was in

be i ng. The structu r e plan wa s see n as " . .. a policy veh i c l e

and not a means for exp r essi ng physical d e velopment

proposa ls in detai l. I t h ad t o s et o u t t he soc i al ,

economic and e n v i r o n me n t a l strat e gi e s f o r t he a r e a ." <Dr a k e

et al 1975 ) . Advice f r o m cent ra l government t hro ugh

v a r ious publicati o n s, e. g. Mana gement Ne t wo r ks : A Study for

Structu r e Plans ; <Doe 19 7 1 ) the Deve l o p me n t P lans Manual

<Doe 19 7 1 ) encouraged t h i s v i e w, as did the insistence of

t he r eport o f t he Plan n i ng Advisory Group that the new

de ve lopment plans s h o u l d be based upon " .. . a far greater

u nd e r standing of t he social and e c o n o mic determinants of

u rba n deve l opmen t. " <PAG 1965 ) . Planners attempted to

produce plans based on a c l ea r articu lat i o n of social,

eco nomic and environmental aims and objectives; alternative

futures wer e f orecas t and evalu a t ed using c omp l e x computer

based mo d e l s; rati o na l i t y and the s y s te ms a p pro ach dominated

the profession .



Within a matter of years t h is broad app r o ac h was c h a l l e ng e d

and local authorities were adv ised to be se l ect i ve wi th

regard to the policy conte nt o f s truct u re pl a ns; a n d t o

c o n c e n t r at e on the key i ssues of struct u r al importance to

the a rea c o n c e r n e d , i. e. t o p r oduce a mainl y physical

development policy vehi cle wh ich took acc o u nt of soci al and

economic matters (Ci r c u la r 98/74). This a dv ice whilst

being consistent with c e n t ra l gov ernment 's view of the role

of town a n d c o u n t r y planning, i gnored t h e difficult ies of

the system operating in a s oc i o - eco n o mic vacu u m.

During this period the posi ti on of the st r uct u r e plan as

almost the only formulatio n v eh icle was c h a l l e nge d with the

introduction of a number o f ne w poli c y -making processes in

the publi c sector, e.g. the Hou sing Ac t 19 6 9 introduced the

General Improvement Area as a means o f st i mu l a t i n g area

based improvement; Transpo r t P o l ic ies and Programmes

(TPP'S)- in effect annual pl ans for i nves t me n t into

transport for a five yearly period - we re introduced in

1975; Housing Strategy and Investment Programmes ( HI PS ) in

1978; the Transport Act 197 8 introdu c e d the Publi c Transport

Plan ( P TP ) ; the Housing Act 1974 int rodu ced t h e Housing

Action Area (HAA). Industrial Improve~ent Areas (lIAs)

followed. The Water Act 1973 establi shed the regional water

authorities, who began to prepare their own plans and

policies; the Local Authority (S oc i a l Services) Act 1970

created separate departments for s o c i a l services within



l oc a l a u t h o r i t i e s ; the Nati o nal Heal th Se r v i c e

Re orga n isat i o n Act 19 7 3 c r e a ted t he regi o na l a nd area hea l th

a u tho r i t i e s wh o sawe t he reorganisat ion a n opportuni t y "

f or h e a lth ca r e pl ann i n g t o b e c o mprehe n s i v e a nd c o ­

o r di nat e d wit h the p l a nn i ng of re lat e d l oca l a ut h o r ity

ser vice s ", ( DHSS 197 6 ) whil s t i nne r . c i t y p r o b le ms h a v e bee n

sing l e d o ut f o r s pec ia l t reat ment und e r t he urban aid

programme and the Inner Ur b an Area s Act o f 1978. The net

e f fe c t of t he s e c h a nges , whi c h t o o k p l ace under both Labou r

a nd Co nse r v a t i v e ' c ent r i s t ' admini s tra tions, wa s t o

(a ) f orce t o wn and country plannning to retreat to the

p osi tion ea r - ma r k e d for it by s ta tute - a concern with the

u s e a nd de v e lopment of land; and

(b ) to introdu ce a short time sca l e , r esource based approach

to p l a n n i ng whi ch has either an are a or problem focus.

Th e i n d i cat i o ns a r e that these c h a n g es a n d a d d i t i o n s to the

syste m were introduced in an ad hoc, pragmati c way. By

c o n t r a s t the c h a n g e s to the s ys t e m whi ch have b e e n

i nt r o d u c e d since the current Conser vati ve Go vernment t o o k

o ffi c e would a p p e a r to b e c o n s i ste nt l y and s y s t e mat ica l l y

seeking t o c h a n g e t he very basi s o f t he comprehensive town

and c o u n t r y p lanning s ystem f i r s t introdu ced by the Town and

Co u ntry Plann i ng Ac t 1947.



2 . 3 Changes to the System May 1979-1983

The un d e rlyi n g objecti ve o f the c u r re n t Co nse r vat i ve

Go v e r n me n t i s to regenerate the e conomy; to make Brit a i n

mor e pr o d uc t ive and competiti v e in t radi n g t e rms. S h o r t ly

after t h e l a st e l ect i o n the g ove r n ment ma d e i t c l ear t ha t

t ow n a n d countr y p l a n n i ng i s t o c o ntribu te to th i s

re g ene r at i o n by becoming more p osi ti ve a n d effic i e nt; that

t he p ri va te s ector is t o become mor e i nvo l v ed i n

e n v ironme n t a l and planning mat t e rs; t hat t he s y stem i s t o be

us e d t o c o n s e rve t h e nation's herit a g e.

Th e a c t i ons of this Conservative Go v e rnment s i nce 1979 i n

modi f y ing the system o f town and c o unt ry p lan n i n g conf ir m

tha t t h e i r o bj e cti ves for c ha ng i n g t he e mphasi s of t he

s y s t e m were more than good intentions. The c u mu l at ive

e f f ec t of the c h a n g e s introduced to da t e is a re-a f f i rl~ t i o n

t ha t town and country planning has a limited a nd spe cifi c

c o nc e r n with land use allocation, and a f u r t he r l i mi ta t io n

on t h e powers of local planning authori ties t hr o ugh t he

f o r ma l involvement of the private sec t o r an d t h e

ce n t ra l i s a t i o n of important decisions on de ve lopment

propos als. Early in the life of thi s g ove r n me nt S t u a rt

Gi l be r t , then Junior Minister respon~ible for p lann ing,

s uggest e d that town and c o u n t r y planning c ou l d make a

c o n t r i b u t i o n to the regeneration of the economy by not

tak i ng e nf o rce me n t action a gainst unauthorised s ma l l

b us i ness e s , especially transport operations, un less a



r e p l a ce men t s i t e was avail abl e. 1 Th i s i n f o r ma l adv ice wa s

foll o we d by Ci r c u l a r 22/ 80 De ve lopmen t Cont ro l - Poli cy a nd

Practi ce , wh i ch ga v e i n sli gh t l y more formal t e r ms the sa me

adv i ce, as we ll as set ting ou t t h e r ol e t ha t deve l o p me n t

c o nt r o l c o u ld p lay in encoura gi n g bu s ine s s a c t i v i ty a nd t he

forma t ion of smal l b us i ne s s e s . ( Do e :198 0) The Ge neral

Development Or d e r was amended in 19 8 1 a nd inc r e a s e d the

limit s o f permitted development f or i ndust r ial a p p l i c a t i o ns ,

a s well as exempting fr om the nee d t o h ave p l anning

p ermission c hange of use from li gh t o r g e nera l i ndust r i a l

use t o warehou s e use or vi ce- ver s a of p re mises of 2 35 m2 or

less . Land in public ownership s urpl us t o the statu t o r y

r equirements fo r which it had bee n acqu i r e d was (and is ) to

be d i spo s e d of t o the p r i v a te s ector , wh ilst i n De c e mb e r

1981 t h e need t o obtain an Indust ri a l Deve l opment

Cert i f i c a t e to carry out ce r t a in t y pe s of indu s tria l

development in the more prosperous parts of the c o u n t ry

(primar ily the South-East and the We s t Midlands ) wa s

revoked2 These changes wer e desi gned t o remove from

industry some of the constraint s impo s ed by t h e planning

s ys t e m, wh i ch we re seen as inh i b i ti ng the gro wth o f t h e

e c o n o my .

The a b o l i t i o n o f IDC c o n t r o l s ef f ective l y removed the

redistribu tive tee th of post 1945 i ndust ria l loc ation policy

a n d in doing s o made the a chivement o f t he soci a l -wel fare

objectives first established with Ba rl o w to a chi eve a



reasonabl e bal a nce o f industrial de ve lopme n t t h r o ugh o u t

Gre a t Br ita i n no more t ha n a pipe - d r e a m. (Barl o w 19 4 0 ) A

l and- use based plan n ing system was pushed f a r the r towa r ds

i t s lan d- use b a s i s.

At t em p t s b y t he gover n me nt to i nvolve the p r iva t e sec t or in

plann i ng ha ve b e e n s ucc essf ul . Pe rhaps the mos t obv i o us

i ns t a nce i s the estab l i s hmen t of the F ina nc ial Institu t i on

Gr o u p ( F I G) c ons ist i ng of 26 managers sec o n de d f r om

financi a l i n s ti tu tions to t he DOE f or o ne year, f o l l o wi ng

the Toxte th riot s ( Live r p o ol 19 8 2 ) , t o devel op new ideas a n d

a ppr oac hes f o r secur i ng urba n r ege n e r at i o n . The proposal s

fr om F IG whi ch have s e cured t h e mo s t e nt h us i asti c

s u p port fr o m then government a r e thos e whi ch invol v e co­

o peration b etwe en the publ i c and p r i v a t e sect o r s - the best

known of wh i c h i s t h e u r b an d e ve lopment g r a n t , whereby

pu bli c mone y i s al loc ated t o s u p p o rt urban de vel opment

propos a l s p ut f o rwa r d jointly by local a u tho r i t i e s and

private de v e lopers ac t i n g in partnership . 3

Opera t ion Gr o u n d wo r k - a f ive yea r project to trans form 1 3 3

squ are ki l o met r es of urban fr i n g e a round St . He lens, whi ch

was subsequently e xtended to become Groundwork North-West

also attempts to involve the pri va t e sector c e nt r a l l y ; the

De reli ct Land Act 198 2 at temp ts to involve the pri vate

sector as well as s tatutory undertakers and nationalised

industries in the reclamation o f derel i ct land by paying



g r ants of up t o 80% of t h e ne t l oss i ncu r r e d in recl amation ,

whi 1st the e.ppo t n t merrt of two promi nent b us i ness men to chair

the Merseyside and London Docklands Urban Development

Co rporat i o n s was seen a s a move t he estab l i s h confidence a nd

support fr o m the pr ivate sector in r e s toring and

r e g enerating t wo o f the most neglected areas in the

o o u rrt ry i "

All t hese changes can be justified in one way or another,

e. g. using private sector money for public good; using

private sector expertise. However, the implications of the

c ha n g e s are t ha t the town planning system, such as it was,

is pushed gently into a more positive concern with land use

and development ma t t.e r-e . At the same t i me it becomes

further fragmented and even more diffi cul t to co-ordinate.

However, it i s in ii:;s attempts to make the planning process

speedier, more efficient and positive that the changes

introduced by the government are transforming the system in

qUite fundamental ways . The establishment of enterprise

zones, task forces and urban development corporations; the

introduction o f the urban development grant; and the use of

special development orders all point tp a concern to focus

on dealing with major problem issues and/or areas in an

isolated way. at t.he expense of a more comprehensive and

inter-related approach. At the same time the modification

of structure plan policies by the Secretary of State prior



to the i r a ppr ova l suggests that a mo r e rest ri ct e d a pproach

is bei ng a dopted t o wa r d s s oc i a l and e c o n o mi c po l ici e s.

Th e e nte r p r ise z o ne s - 11 estab lished and more recently

designated - are s ee n by c e nt r al g ove r nme nt as a " bold

n e w expe r i me n t . . . where bu sinesses c a n b e freed fr om much

deta i led p lan ni ng c o ntro l a nd f rom r a tes . " ( Ki ng 19 8 2 ) The y

wi ll l a s t for t e n years, and thei r prime aim is t o see how

fa r industri al a n d c o mme rc i a l a cti vit y c a n be encou rage d by

t h e r e mova l of t ax burdens and some s t at u t o ry p l ann ing and

o t h e r c o n t ro ls. In size t h e eleven des i gnated z one s v a ry

fr o m 5 0 to 400 hectares, and all c o nta i n l and r i p e f or

cieve 1 o pment . Althou g h some planning co n t r o ls have been

ma inta ined in the z o nes , t he i r introdu c tion marks a fur t her

r edu ction in the sco p e of the town and c o u n t r y pl anning

syste m t o influence t h e form of the built environment .

Whi l s t t hi s in i tself may be no bad thing the fact t h a t

centra l g ove r n me n t ca n proudly a dvertise that "

Enterprise Zones are not part of r eg i o n a l policy, nor are

t hey dire c tl y c o n n e c t e d wi th other e xisting polici e s su ch a s

t hose for inner c i t i es or dereli ct l a n d s supports the

su g g e stion that the system is being modi fied to take

posi ti ve but isolated a ction on what · are seen to be speci fi c

problem issues and/or areas. A concern for t he inter-

related nature of social, e conomi c and physical prob lems is

noti ceably l a cking in thi s attitude - an impress ion whi ch i s

re-infor ced by the d ecision of the Co n s e r v a t i v e Government



in 1979 to abol ish the Re g i o nal Economi c Pl an n ing Co u n c i l s

wh i c h were a t least c red ible v ehicl e s for a t t e mp t i n g t o plan

a t a reg i o n al sca le .

The Local Go vernment, Plann i n g a n d Land Act i 9 8 0 make s

provisi o n for the Se cre t ary of S t a te t o de s igna t e an t/r ba n

d evel opment a rea with a view t o securi ng it s e c o n o mic ,

soc ia l and physical regeneration. An ad hoc bod y - t he

urban development c o r p o r a t i o n - i s appo i n t ed t o a chi e ve t hat

r e generation. In England the a reas d e s ig na ted a s u r ban

deve l o p me n t areas mus t be within a met r o p o l itan dis trict(s)

o r a n inner London b o r o u g h. The mot i vating fa c to r fo r the

Secreta r y of S tate in desi gna ting an urban d e v e l opment a rea

i s t hat it must b e in t h e na tional interest . s To dat e t wo

suc h a r e a s have been designa ted a nd are t h e r e spons ibili t y

o f t h e London Docklands and the Ners e yside Deve l o p ment

Cor p o r a t i o n s respectivel y .

The objectives of these development c o r po r a t i o ns a r e t o

b ring land and bUildings into effective use; t o encourage

the development of new industry and c o mmerce ; t o c r eat e a n

a t tractive environment; and t o e nsure t hat housing a nd

s ocia l faciliti es are ava ilable to e nco u r a g e people t o live

and work in the area. To a chi e ve the s e objectives t he

d evel opment corporations are g ive n exte ns i v e powers to

a c q u ire, manag e, recla im, a nd dispos e o f land and o ther

p r o p e r t y ; to c ar ry out bUilding and ot h e r operations; to



s e e k to provide basic infrastructure s e r v i c es s uc h a s water,

g a s , electri city; to ca r ry o n an y b usi n e s s o r o t her

und ertaking to achieve the i r bas i c o b j e c t i v e. I n a ddit i o n

t o these general power s, spec i fi c powers are prov ided i n t he

Lo ca l Go vernment, Pl anni n g a n d Land Ac t 1980 r e lat ing to ­

t ll e acq u i s i t i o n and d isp osal o f land , e .g . t ra nsfe r o f l a nd

fr o m local authority, a statu t o ry u ndertaker o r other publi c

body t o the development corpora t i o n ; - pl a n n i ng a nd

development control, wh e re by t he S e cre t a r y o f S ta t e ha v i ng

a pproved proposals for the regenera ti on o f the d e v e o l o p me n t

area submitted to him b y t h e d eve l o p me n t c o r por a t i o n , ma y

make a special development order gra n t i n g a uto mat ic p l a n n i ng

permission for any de velopment o f land wh ic h is in

acc o r d a n c e with the proposals pre Vi ousl y a ppr o ved by him .

otller controls normal l y unde r t a k e n by the l o c a l au thority,

e . g . building control, c o nt r ol of a dverti s e ments, sto p

noti ces.

The concept of the urban d evelopment c o rpo r a t i o n wa s

Vigorously opposed by the loc al au thorities, t he opp os ition

parties and the unions - l argel y o n t he g r o u nds tha t t he

corporations are not politically a c c oun t abl e to a loca l

electorate and that the rationale f o r their introduction wa s

based on a false premise, i.e. t ha t a dmini strative and

organisational problems accounted f o r the dec l i ne of the

areas designated as urban developmen t areas, rathe r t ha n

structural economic social and politi ca l f a ctor s .



Although in s pat i a l t er ms the two des ig na t e d d e ve lopment

a r e a s do no t si gni fi c a n t l y redu ce or f rag me nt t he ro l e and

sc o pe of t o wn a nd c o u n try p lanni ng , the p r i nci ple of t h e

c o ncept marks a seve r e th reat to t h e nature and role of t o wn

ana c o u nt r y planning . If fu r t h er a nd more extensive

d evelopment areas were d e si gna t e d, a nd g iven the f u l l p o wers

t he Local Gove rnment , Pl a n n i ng a n d Land Ac t 1980 p r ovi de ,

then t he e f fectiveness o f the t o wn a nd c o u n t ry pl anning

s y s t e m wi l l be f urthe r redu ced . Ad hoc b o d ies which a re no t

polit ical ly accou ntable will be responsibl e f o r produci ng

and imple menting i n vest me n t and developme n t strategies f o r

a r e a s of o u r inner c i t i e s i n a wa y which i gno r e s the wi d e r

implicati o ns o f those deve lopments . Once mor e posit ive but

i s o l a t e d action i s being t ake n on what are s e en t o be

s pec i f i c p roblem areas and /or i s sues. At the same time

further p ower is concentrat ed in the hands o f central

g over n ment .

The s a me philosophy of tak ing posit ive ac t i o n on particu lar

problem i s s u e s or a r e a s underpins the i n trodu c t ion o f th e

t ask force a s a n ew e le me n t in t h e g ove r n me nt 's attempts t o

wr e s tl e with t he pr ob l e ms of d e cline in our ma j o r towns a nd

c i t i e s . Following h is v i s it s t o Merseys ide t o explore a t

first ha nd the s o c i a l, economi c and physica l problems in t he

a rea , the then Secretary of S t at e a n n o u nc e d in October 198 1

t ha t he wo u l d head a task force t o b e estab lished in

Merseys ide . 7 The r ole of th is task f orce i s desc r i bed as



be i ng t o " .. . b ring toget h e r a nd c oncentrate t he a ctiv it i es

o f c e n t r al gove r n me nt d e p a r t me n t s and t o wor k wi th l o c al

g o ver n me n t and t h e p ri v a t e sector t o find wa y s o f

st r e n g the n i n g t he eco no my a n d improving the environ ment in

Ners e ysi d e ." a The t a s k f o rce, the r e s pons ibili t i e s of wh i c h

exte nd be y o nd the b o u n d ari e s o f Mers e ysi d e t o inc lu d e t he

whole o f t h e Me r s e ysi d e S pec ial De v e lopme nt Area a n d Ru ncorn

a nd Skel ruersdale Ne w Towns , wa s c r it i c ised wh e n it wa s

i n t r o du c e d on the g r o unds that it c rea t ed a n ew tie r of

go ver n ment to c o - o r d i na te the work o f c e n t r al g ove r n me n t

wi t h tha t o f t he local a u t hor it ies . 9

Wh il s t the t ask fo r c e c o nce p t does c hal l e nge t he t rad i t i ona l

rol e of t h e l ocal a u t h or i t ie s in d ealing with the s e i s sues,

a nd c o nce n t r a t e s more p l anning p o we r in t h e h and s o f c e n t r a l

g o v e r n me n t , the wa y i n whi c h it has been i n t r od u c ed i n

Mer seys ide s u g g e st s that b y 198 1 He sel tine wa s be ginning to

und e r s t and t h a t t h e p ro blems f a cing the declining industr i a l

c e ntre s o f the UK c a n n o t be i so l ated and treated by

r ela t ive ly s mal l a d hoc a r ea b a s ed approaches.

An eve n g reate r t h reat t o t h e powers of loc a l pl ann ing

a ut h o r it ies i s t he p otenti al use of speci a l d evelopmen t

orders (S DOs ) prOVi d ed for in the 197 1 Town and Country

P l a n n i ng Act to g r a n t planning permission. The c o nsu lt a t i o n

le t te r f r o m the DOE to l oca l authori ties dealing wi th SDOs

i s s ued in 19 81 s tates "The p u r p ose o f making f u l le r u se of



S DOs wou l d no t b e to make any g e n e r a l re l axation i n

de ve l o p me n t c o n t r o l , b ut to s t i mu late p l a n ned dev e lopme n t in

a c ceptable l o ca tions, a n d speed up the pl anning p roc e s s. "l O

Cr i t i cs of the p r opo s a l at the t i me c o mme n ted tha t whil s t

t h e use o f SDOs c o u ld l ead to f lexibilit y in i mple me n t i ng

t he s y s t e m, i t could a lso result in a l o s s of loc a l c o n t r o l

o v e r ce rta i n c a t e g o r i e s of development, wi th a n ine vitabl e

r e d uc t i o n in local democratic control over the planning

process. 1 1 Th e way in which SDOs have been used, or their

u s e t h r eate ne d , tends to confirm t h a t local d e moc r a t ic

c o n t r o l of important development control issues will be

r emov e d.

Th e linking of an SDO with an archi tectural competition for

t h e South Bank was the first indication that this change in

c e n t r a l - l o c a l g o v e r n me n t relations wa s likel y to be come a

reali ty .12 The use o f an SDO to grant planning permi ssion

fo r t he Mercury c o n s o r t i u m' s telecommuni cations n etwork

tende d t o blu r the issue as it was g e nera l l y a ccepted as

being a sensible appli cation of S DO powers . 1 3 However,

s u bseq u e n t event s make it c l e a r that thi s governmen t intends

to use SDOs as a means of securing the implementation of

de v e l o p me n t proposals in the face of s t r o n g opposition from

the local authorities directly concerned: e.g . the Vauxhall

Cr o s s SDO which granted planning permission for the winning

de s i g n in an architectural c o mp e t i t i o n , despite opposition



from the loca l authori t y a nd t he M.P . represent i ng the

area . 1 4

De s pi te these a p p a r e ntly ad h o c a nd inc re menta l c h a nges , i t

ca n be a rgu e d tha t in p r a c t i ce t h e to wn a nd c o u nt ry pla n ni ng

s ys t e m introduced by t h e 196 8 To wn a nd Co u n t ry Pla n ni n g Ac t

is st i l l largely int a c t. The c o u nt y c o u nc i l s a re s t i ll

responsible for the produ c t i on of struct u r e p l ans, t h e

d i stri ct councils f o r t he product i o n o f local p l ans and

de ve l o p me n t c o n t r ol . Si nce 19 7 9 t he Secr e tary of Sta t e h as

o n l y marginally modified the s ys t e m

- by making provi sion for struct ur e pla n mod ifi cations to

b e a p p r ove d without an exami nat i o n i n p ubl ic ;

- b y redu cing t he per i od for p u b l ic partic ipa t i o n ;

- by making provision to di spense wi th t he local plans

pu bl i c l oca l enquir y; and by t rans fer r i ng s o me de velopment

c o n tr o l responsibiliti e s fro m co u ntry t o distri ct

a u t h o r it ies .

Th u s it could be argued t hat this g over n me nt has not

seriously interfered with the t own a n d country planning

s yst e m introduced following t h e re port o f the Pl anning

Advi sory Gr o u p . However, the mo di fi c ations the Sec r eta r y o f

Sta t e has made to structure pl a n s s ub mit t e d to him for



appro val , a nd t he p r o v i s i ons o f Circul ar 22/84 in re lation

t o de vel o p me n t pla ns s ugg e st t h a t n a rr ow land u s e al location

bas i s o f t h e syst e m i s t o be g ive n eve n g reate r p rominenc e

in t h e immedi a t e f u t u re .

The e v ide nce s ugg e s t s t ha t i n a ppr ov i ng s t r uct u re pla ns the

Sec r eta r y of State i s c o n s i s t e nt l y re - i n f o rc i ng t h e narrow

l a nd us e ro l e o f t h e t o wn and c o u n t r y p la n n i ng s y s t e m. In

h i s d ec i s i o n s h e is on ly a l lowi ng s oc ia l and e conomi c

p o l ic i es t o be r eta i ne d in t he s t r u c t u r e plan where t h e y are

u s e d a s reaso ned j ust if icat i o n i n support of land use

p ol ic i es . Whi l s t t h is i s e nt i re ly c o n s i ste n t with t he

leg is l a t i v e vi ew o f t he r ole o f the town and c o u n t r y

pla n n e r , t he a bse nce i n Eng la nd and Wale s of the requireme n t

fo r l ocal p lanning o r a n y othe r authority to produce a

clea r ly arti cu l a t e d se t of s o c i a l a nd e c o n o mi c poli cies

e nsure s t hat t h is i s a var iab l e f eature of structure plans .

(J o we l l a nd Nobl e 1 9 81) .

At t he s a me time ot h e r modi fi ca tions prior to approval

i nd icate t hat t h e Sec r etary of S ta t e is c o nce r n e d to ease

the c o n s t ra i n t s pl a c ed on potential d evelopers by making

p ol ic i e s less r e stri c ti ve: e.g. in approving the Berkshire

Co u n t y St r u c t u re plan he ordered t hat a d d i t i o n a l land be

r e l eased to accommodate a f u rt h e r 8 , 0 0 0 dwellings; 15 in

a ppr ov i n g the Somers et Co u nt y Struc t u r e Plan he instructed

t hat l and a l l oca ted f o r hou sing s h o u l d be increased t o



a c commodate a f u rther 4 ,400 dwelli ngs a nd the industr ia l

l a n d a l l oca t i o n shoul d i n i t i a l l y be increased f r om 15 3

hec ta r e s t o 2 16 hectares. On re pres enta tion f r o m t h e

Co u n t y Co u n c i l thi s wa s further increased to 2 46 he c t ar e s . 1 6

S i mil a r l y t he r e v i ew o f the st r uct u r e pl a n , which or i g ina l ly

wa s r eq ui red to b e ro l l e d forward every five ye a rs i s i n

future t o c o nce rn itself wi th maint a i n ing a val id struct ure

plan - a nd aut hor i t i e s a re to a v o id treati ng t he r e v i ew a s a

major task ca l l i ng f o r la rge sta f f resou rces . In the sa me

v ei n a d v i c e relating to local p lans stresses that the need

to p r o d u c e a re port o i survey s hou l d be ra r e ; t h a t s er iou s

c o ns i d e r a t i o n should be give n t o p r epari ng o n e distri ct -wi d e

local p lan r a t h er tha n nu merou s par t-di s t r i c t plans a nd t hat

i n f o r ma l ( n o n - s t a t u t o r y ) p lans s hou l d n o t be produ ced.

Whi lst t h e r e i s evide nce to s uggest that l oca l authori tie s

eng a g ed i n se r i o us ove r - k i l l in produ c ing e a rly struct ure

plans a nd loca l pl ans, t he e mphas is o f the advice in the

proposed rev i s e d ci r c ular i s s e e n by many i n the system ~o

mar k " a fur the r stage in t h e limi ta t i on o f any effect i v e

role for d evel o p me nt plans . . ( a n d) takes t o o

r estricted a v i e w of the r ole o f devel opment planning." ' 7

Ce r t a i n l y the res t r i c t e d c o nt e nt o f l ocal a n d s tr u c t u r e

pla ns , a l lied wi t h t he p r oh ib it i o n o f non-s t a tu tory local

pla ns i f adhere d to by the planning au thorities wou l d ensure

that p l a ns produced wi thin t h e ' t own and c o u nt ry p l anning

syste m would be simpl y land use a ll ocat i o n proposal s.



At t empt s ha v e been made t o speed up the d e ve lopme nt c o n t r o l

and plan making p roc ess. In plan-making p ublic

p a r t ic ipat i o n ha s been reduced to a minimum; the obligat i o n

in a l l case s to hold an ElP or PLl h a s bee n re moved; a nd

au t hor it ies a re e ncou raged i f not require d to cut s u r v e y

wo r k t o t he minimum neces sary. On t he deve lopment c o nt r o l

side a me n d me n t s to the General Development Or d e r hav e

r e laxed the l i mit s of p e r mi t t ed development for indu s tr i a l

a nd r e s i d e n t i a l purposes in certain cases; 1 8 t hrou g h t he

publ i c a t i o n of a league table of good and bad d evelopment

contro l p erformers local authorities are encoura g ed t o

improve t h e i r p erformance; Circular 2 2 / 8 0 De v e lopment

Co n t r o l - Poli c y and Practice advi ses local p lanni ng

a ut ho r i t i e s " ... always to g r a nt planning p ermi s sion .

un less there are s o u n d and cl e a r -cu t reasons for r e fu s a l; 1 9

wh i l st t h e mos t recent Circular 14 / 85 De v elopment a nd

Emplo y men t makes it c l e a r that the de ve lopoment pla n i s on l y

o ne of a number of f ac t o rs t o be c o nsi de red in de te rmining

p l a n n i ng appli c a tions and that there s h o u l d alwa y s be a

presu mp t i o n in f a v o u r of allowing applica tions for

deve l o p me n t . One further erosion of t h e system see ms li k ely

with the introduction of Simpli fied Planning Zo n e s ( S PZ 's).

Th e s e are areas to b e defined by local planning aut horiti e s

where the requirement to obtain planning permission for

s pe c i f i c categories of development would be wai ved.



Conc l usions

S ince 19 47 town a nd c o u nt ry planni n g l e gi s l a ti o n has qu it e

cl e arly prescribed a narrow land u s e base d role for the

p l a nner . No expli ci t r efe r e nce i s ma d e t o t h e o bj ectives

fo r s o c i a l a nd e conomi c c ha ng e wh i c h s o mo t iva t ed the

f ounders o f the t own pla n n i ng mov eme n t . On the c ontrar y ,

s u c cessive c i rc u la r s advis i ng o n h o w the syste m s h o u ld be

o p e r a t ed make i t c l ea r t ha t t h e s tru c ture p l a n i s c o nce r n e d

t o express social, e con omi c and environme n tal po l i cies

establ i s h e d at the nationa l and regiona l leve l i n te rms of

t heir e f f ec t on la n d use , e nv i r onmental dev e l opment and the

a s sociated t r a n sport syst e m. Lo cal plans a r e concerned to

devel op t h e poli c y a nd ge ne ral p r oposals of the s t r u c t u r e

pl an ; t o p r o v i de a deta i led basi s for d evel o p me n t c ontr o l

a nd f o r c o - ordinat i n g the deve l opme nt and other use of

l a n d.

The a ssu mp t i o n would a ppe a r to b e tha t the r e i s a clearly

e sta b l i s h e d planning fr amework t h r o ug h whi ch na tiona l

o b j e ctives a n d poli ci e s f o r s oc i al and e c o n o mic cha nge a re

clear ly articulated ; through which the r e g i ona l i mp l i c a t i ons

o f these socia l and econo mic o bj e c ti v e s and polici e s c a n be

esta b l i s hed to provi d e a framework f o r the s tru c t u r e plan,

which in t u r n e xpre s ses t h ese soc ial a nd e c o n o mic p o l ic ies

in te r ms of their effect on l a n d use. The struc ture p l a n

prov ides the gUiding f r a me wo r k for the more detailed local

pl ans needed to g Ui d e and control development. I f su ch a



n ie ra rc ny o f p lann ing levels existed ~nen tne r ole f o r town

a n d c o u n t r y p la n ni ng establ ished in legis l at ion wo u ld be

f e as i b l e a nd proper .

As it i s na t i o n a l poli cie s fo r s oci al and e c o n o mic cha nge

are p resented i n a n ad hoc wa y, t hrough leg i s la t i o n,

r eg u l a t i o ns , c i rc u l a r s , wn i t e pa pers, gree n papers a n d

f isc a l me asures. At the regiona l l evel, al thou g h attempt s

we r e made t o give s o me c o h e r e nce to the establishment of

s o c i o - eco n o mic st ra t e gies for the English Standard Regions,

t ne results were l arg e l y ineffectualand in pra cti ce the

s t r uc t u r e plan o p e r ated in a vacuum. this position was

f o r ma l i s e d in 1 9 7 9 wnen the Re gional Ec o n o mi c Councils were

a b o l i s h e d .

Th us t he town a nd cou ntry p la n n e r is e x pe c t e d to restrict

hi s c o n c e r n t o t he d e v e l o p me n t a nd other use of land without

h a Ving c l e a r g Uida nce as to t h e s oc i a l and e conomi c change

that is being sou ght b y t he g o ve r n me n t. The socio-economi c

ra tionale on whi ch t h e sys tem s h o u l d be based is uncertain

a nd a s a re sult the p la n ne r beco me s sch i z o i d . Should he

at te mp t as par t o f t h e struct u r e plan to articulate socio­

eco n o mi c poli ci e s within whi ch ge ne r al proposals for the use

a n d development o f land c a n b e e stablished? Or should he

ma ke assu mp t i o n s abou t thi s s o c i o-eco n o mic framework and

f o c us on the nar row land u s e alloc at ion role? If he pursues

the former c o u rse of a ction t he n any s oc i o-e c o n o mi c policies



se t out in t h e s tr uc t u r e p lan wil l be e d i t e d ou t b y the

Secre t a ry o f State , or downgrad e d to the s tatus o f reasoned

just i f icat i o n. I f he focuse s on e s ta b l i sh i ng po li ci e s for

the use a nd d evelop me nt o f l a n d t he ve r y b a s i s o f t h o s e

po l i c i es i s u nd e r mi ned a nd t he sc o p e of t he p lan

s uccessf ul l y to c o - o r d i nat e develop men t i s s e r i o u s ly

i mpai r ed .

Desp i t e t h e s e di f fi cul ti es of o perating a land use planning

s yste m in a socio-econo mi c poli cy vacuum in the period

b e twe e n 194 7 a nd 19 79 c e n t r a l g o v er n ment quietl y b ut

c o ns i s t e n t l y ins i sted t hat that wa s how it s h o u ld be. The

c o nce pt ual we a k ne s s e s und erpinn ing the s ystem e nsu r ed t hat

it c o u l d no t opera te e f f e c tively. Since the re tu rn of t h e

Co nse r v a t i v e Gove r n me n t in 19 79 thi s narrow land use role of

t o wn a nd c o u n t r y pl a n ning has been re-a ffirmed

- t h r o u g h modi fi cations made to structure plans prior to

app roval ; throu g h r evi sions to the ci rcul a r s dealing with

d e velopme nt p l ans; throu g h new legislation and regul at ions.

At the s a me t i me t he c ha nges introdu c e d into t he system ha v e

beg u n

- t o redu ce the powers of the once c o mp r e h e n s i v e l and us e

planning machiner y by e stablishing ad hoc bodies to deal

wi th part icular problem issues. or areas in isolation;



- by c o n c e nt r at i n g important pl ann i n g de c isions in t he

hands of central government, f o r e xa mple thro ugh t h e use o f

S DOs j the aboli tion o f the Regiona l Eco n o mi c Co u nc i ls ; t he

e s t ab l i s h me n t o f ad hoc bodies su c h a s t h e Me r seys ide t ask

f orce ;

- b y involving the private sector more ce n t r all y in t he

p r o c e ss , and by allowing a more 'lai s s e z-faire' attitude

t o war d s development to be adopted.

Many of the changes introduced are of t he ms el ves worthwhi le.

Ho weve r to reinforce the land use basis of the t o wn and

c o u n t r y planning system without providing a clear framework

fo r t he articulation of socio-economi c o b ject ives and

p o l i cies for change will do little t o improve t h i ngs . The

unc e r t ainties which have been inherent in the s yste m s i nc e

1947 will be reinforced. At the same t i me t h e c u mu l a t i ve

e f fec t of these changes could reduce the powers of the local

planning authorities to little more than a mechanisti c

p r oce s s for c o n t r o l l i n g development, and protect ing the

n a t ion' s he r i t a g e ; a process which has more i n c o mmon with

the way in whi ch sanitary and land use controls were imposed'

i n t h e last years of the 19th Century and the early years o f

t he 2 0th Century, than with the met hods of d e a li n g with the

inter-related problems of our compl e x society.



3. Transport Legislation and Urban Development

3 .1 Basic Concepts

F o l l o wi n g the work of Mitchell Rapkin ( 195 4) ; Wi n go a nd

Pe r l o f f Cl9 6 1) a n d Buchanan (1963) i t wa s cl e a r ly

establ ish e d that there is a close in t er - r el at ions h i p be twe e n

t r a n s p o r t and urban and other de velopment . Ind e e d Wingo a nd

Perl o f f state quite categorically tha t "the c ho ice o f a

transportation s ystem is the c ore de ve lopment a l d e ci sion

tha t . the Metropol i tan Reg ion can make" (196 1 ) . I n the s a me

pape r the y g o on t o a rgu e that the preoc cupa tio n wi th

t ra ns p o r t a s a phys ica l f or m is misl eading; tha t t he

t r a nsp o r t system shou ld be seen as a se t of f a cili ti e s a n d

insti tutions o r g a n i s e d t o d istr ibute t h e q ual ity o f acce ss

s e l ec t i ve ly i n an u r b an area; that t h e loc a t ional behav iou r

of b u s i n ess e s and i n d i vi d u a l s are affected b y the

imp l ementation of transport proposal s ; and t hat t he se

i nduc e d locational changes affect the p e r for ma nce o f t he

t ra n s p o r t system in the long r un. Indee d t he y a re of the

opini on that "the a c c umu lati on of t hese c o ns e q u e nce s i s in

fact the shape and structure o f the Metropol i t an reg i o n in a

g e n e r a t i o n or more hence" ( 1 9 6 1 ) . We s h ould be in no d o u bt

that land use dec isions affect demand f or transport and t hat

transport decis ions affect the wa y i n whi ch physi ca l

de vel opment o c c u r s . The t wo issues are i ns e p a r a b l e . In

t hi s respect transpo rt l e gi s l a~ i on in the UK relating t o

public transport, traffic ma n a g e me n t and h i ghwa y



constru c t i o n has t he g r e atest in t e r a c ti o n with t he process

o f urba n de vel o p me nt.

3 .2 Public Transport Legislat ion

3 . 2 .1 Road Traffi c Act 1 9 30: It i s g e n e r a l l y argued t h a t

t he introduct ion o f the 198 0 Transport Act radi c al l y c h a n g e d

the operating c o n d i t i o n s for publi c t ranspo r t in t h e UK . In

the pe r i o d 1930 - 60 publi c transpor t h a d b e en c ont r o l l e d by

the Ro a d Traffi c Act 19 30 where b y se mi i nde pe nde n t t r i b u n a l s

we r e s e t up t o a dminister an elaborate syst e m cover i ng

vehicl e s , s e rvice s and e mp l oyees . The Act enab l ed t h e

Traff ic Co mmiss i o ne rs to r e gu l a t e c ondit ions i n, and e nt r y

t o, t h e road p a s seng er t r a nsport indu stry. Bef o re a vehicle

cou l d pl y f o r h i r e t h r e e li cences were r e quired .

( a ) A certifi c a te of f itnes s for t h e v e h ic l e in questi o n ,

a nd t he publi c se r v ice vehi cle li cenc e dependent on

pos sessing one. Thi s c o u l d b e r efu s e d on the g r o u n d s that

the owner wa s not a f it pers on t o ho l d a li c ence .

(b) Personal l icences fo r t he d r ive r and c o nductor . All

b us dr i ve r s had t o pass a spe ci a l dr ivi ng t est and t h e

l icence s g uaranteed t h e i r c o mpetenc e as t ra nsport p e r s o n n e l .

Co nductors were also li cens e d a s a sign of t h e i r c o mpete n c e

and S Uitab il ity. The famili ar c i r cular badge s, (re d - r i mme d

for dr ivers a nd g ree n - r i mmed fo r conductors), wh ich display

the b earer' s li c enc e number, were introdu c ed at t h e s a me



ti me . These l ice nces we r e non-discriminat ory a nd a n y o n e wh o

qualified c o u l d obt ai n them .

(c ) The road servi c e licence was the most c r uc i al of the

li cences s i n c e without it n o vehi cl e c o u l d be used for any

for m of serv ice except private c o n t r ac t s. Moreover i t wa s

t h e Co mmi s s i o n e r s ' means o f r e g u l a t i n g e n t r y to the i ndu s tr y

by di s c r i mi n a t i ng between app l ica nts.

Di s c r e tionary p o we rs to g r a n t or r e fu s e r oad se rvice

li cenc e s were wide and c o nd i t i o n s could b e a tta ched .

Appl i c a tions for road serv i c e l icences we re h e a rd at pu bli c

s ittings o f t h e Co mmissi o ne rs to which b o t h s uppo r t e r s and

o b j e c t o r s were i n v i ted. When consider ing applications the

Commiss i one r s were t o t ake i n t o a c count :

- the s Uita b i l ity o f t h e r oute a n d the e x t e n t t o wh ich i t

wa s a l r eady served

- t he extent t o which the pro pos e d service wa s necessary or

des ira b l e in the pu bl i c i n t e r e s t

- t h e needs o f the areas t o be se rved a s a whole in r e l a t i on

t o othe r traffi c

- t he prospects for c o - o rdi nat i o n o f transp o r t fa cilities

within the areas as a whol e

If the appl icant could n ot s h o w proof o f s u p p o r t for hi s



propose d se rv ice h e wa s un like l y t o s ucc e e d .

Th e Co mmi s s i o ne r s we r e obli ge d t o a t t a c h co nd it io n s t o r o ad

servi ce l icences t o ensure :

- that fares were r e a sona bl e a n d hi g h e n o ug h to pre vent

wasteful compet it i on wi t h othe r mo d e s of transpor t .

- that c opies of time tab les a nd faret a bles were available

for p ub l ic inspecti on

- t hat p a s sengers we re on l y picke d up a nd set d own at

spec if i e d pl a ces.

Passe nge r s' s a f et y a nd welfar e we r e also t o be taken into

a cc ou n t a nd i f des irable the Co mmi s s i o n e r s c o u l d v a r y the

c o n d i t i o n s a ttache d to the lice nces . In prac t ice )icences

we r e ge nera l ly i s su e d for thr ee years; re n e wa l was no t

a utomat ic a n d the li ce n ces c o u l d be revoke d or s u s p e n d e d at

a ny t .L rne . Appeals c o u l d b e ma d e to t he Minister of

Tr a ns port, who ha d the f i nal word in disput e s. Local

au thorities were su b j e ct t o these l ice n s i ng arrangements.

Al thou gh the c o n d it i o ns of i s su e were embodied in the Ac t

the Co mmi s s i o n e r s a nd t h e Mini s tr y of Tr a nsp o r t ref used t o

l ay d o wn g Ui d e l i n e s on g rants o r r e fusal s . They argued that

s i nce c ases varied s o widel y g e ne ral p r i nc i p l es would lead

t o u nne c e s s ar y infl e x i bili t y and h enc e it was better to



t r ea t each c ase on it s me r i ts . Th e Tra f f ic Co mmi ss i o n e rs

h ad n o p r e c e d ent t o wo r k to a nd i t q Uic k l y beca me a ppare nt

that a p p l ica t i o ns were be i ng j udged by the p r i n c ip les of

pr io r ity, p r ote c t i o n a n d p u bli c ne e d .

Fr o m t h e o u t s e t t h e Act wa s int e r pre t e d a s g ivi ng the

esta bl i s h ed o pera to r prior i t y over ne wcomer appli cant s and

t he r i g ht to pro t e c tion f r o m c o mp e t i t i o n . P r o v i d e d that the

ope r a t or h a d p e rfor me d reaso n a b l y bef ore 1 9 30 h e was

ge n e r al l y a l l o wed to c o n t i n u e . On c e licensed, an operator

mi gh t b e p rotec t e d in se v e r a l ways from c o mp e t i t i o n .

In t he peri o d 1930-60 the provisions of the 1930 Act were

periodically amende d to t a k e a c coun t of specifi c d e f ect s

e .g. r elaxat i o n of c o nstra i nt s for s c h o o l transport and ca r

s ha r i ng . These a me n d me n t s were c o n s o l i da t e d in the 19 6 0

Tra n s p o r t Act . Ho weve r , t he main t hrust of the l e gi slation

r emai n ed u ncha n ge d un til the 19 8 0 Tra nsport Act, a l t h o ugh in

the p e r i o d 19 6 0 - 8 0 t h e r e wa s a n increasing emphasi s g i v e n to

l o c a l t ra ns p o r t p la n ni n g and exte nd i ng the range of p ub l i c

t ra n s po r t f a c i lit i e s .

3 .2.2 Public Transport Legislation 1960-8 0

Le g i sla t i o n i n this period falls into two ma in categories

(a) l e g islat i o n c o nce r ned either to si mp l if y the sys t e m or

wi t h loca l g o ve r n mn e n t c o n tro l t 19 6 8 - 7 2 ) and



( b) l e g isl at i o n c o nce r n e d wi th p u b l ic t rans p o rt e xpe r i me n t s

<1977 - 8 1> .

i nc lu d ed:

Br i e f l y , t h e f ormer g r o u p o f legis l a t i o n

Tr ans p o r t Ac t 1968, wh ich c r e a t e d Pa s s eng er Tra nsport

Execut ive s i n t h e ma i n Me t ropoli tan a re a s , a nd r e sta ted

l o c al a u t h o r i t y powers to r un bu ses .

Tr a nsport (London) Act 1969, whi ch transferred London

Tra nsp o r t t o the Greater London Co u nc i l and c r eated new

provi s i o n s for li censing in London.

Loc al Go ver n men t Act 1972, whi ch c r e a t e d the pos t o f p ub l i c

t ra ns p o r t c o - o r d i nator in the shire c o u n t i e s.

Road Traff i c Act 1972 , whi ch c o nso lida t ed the pr o v i s ions o n

mot oring offenc e s, spe e d limits, pa r king places , e tc . bu t

le ft u nt o uc hed Part 3 o f t h e Ro a d Tra f f ic Act 19 6 0.

Tra nsport Act 1978, whi ch e s tab l ished Co u nty Pu bli c

Tra nspo r t P l ans a nd r equ ired the Traf f ic Co mmiss i o n e rs t o

t ake a cco unt of t he s e in determining applications for roa d

s e r v i c e li cences.

Leg i s la t i o n c o nc e r n e d with publi c transport e xperiments

i ncl ude s t h e



Passenger Vehicles (Experimental Areas ) 1977 Act, which

e mpo we red the Mi n iste r o f Tr a n s p o r t to d e s ignate " tr i a l

areas" whe r e road s e r v ice li ce nces a r e not r equire d fo r

stage car riage servi ces e.g . RUTE X.

Minibus Act 1977, whi ch establ ished t h e c o ncept o f the

c o mmu n i t y b us , e.g . Norfolk where the bu s c o mpa n y p r OVides

and maintains a mi n i b u s to o p e r a t e a f eeder s ervi c e from

villages without a regular b us service . Under t h is Ac t 8 -16

seat vehi cles used by educational and other bod ie s a re

exempted f r o m the need to have a PSV l ice nc e .

3 .2 .3 Trans port Act 1980

The philosophy underpinning the 1980 Transpor t Act is

s i mi l a r to that followed b y the current Co n se rva t ive

Go vernment in modifying the t own planning system i .e . to

redu ce the l e v e l of state i nvolvement or interference i n the

a ct ivities o f ind iv idual s; to e nc o urage pr ivate ini ti a ti ve.

The 19 80 Ac t takes t h e unusual step o f explaining in i t s

first section the purposes for whi ch i ts provisions o n

Public Se r v i c e Vehi cle licensing are enacted.

include:

Th ese

(a ) redefi ning a nd reclassifying publi c servi ce v e h ic l es ;

( b) abolishing road service licenses for e xpress car ri age as

redefined;



(c) making it easier for applicants to obtain road services

l ice n c e s , and restricting the power t o a ttach thereto

c o n d i t i o n s a s to f ares;

(d) providing for the designation of areas as t r i a l areas in

whi ch road service licences are not r equired f o r stage

carriage services;

(e) making new provision for securing the fitness of public

service vehicles;

(f) substituting a system of public service vehicle

operators' licences for the system of public service vehicle

licences; and

(g) providing an appeal against a refusal by t h e London

Transport Executive to enter into an agreement for the

provision of a London bus service .

The 1980 Act contains a wide range of provisions which

affect the interaction between transport and urban

development, the most significant of which are c o n c e r n e d :

(a) to remove as far as 'p os s i b l e controls on bus operators

which were seen by the Conservative Government as increasing

costs and reducing efficiency, and

( b ) to improve the level of service offered.



In c o n n ec t i o n with t h e f o r me r , - bus s e rvi ces o ver di s tanc e s

o f 30 mil e s no longe r r equire a l ice nce , a nd hence c a n be

opera t ed by a n y app ro ve d o pera tor;

- s t a g e c a r r iage bus fares

ca n no l onger be c o n t rolled b y t he Traff ic Co mmi ss i o ne rs ,

except in 'ex c e p ti o nal circu msta nces' . Thu s the o pera t o rs

a re fre e to c h o ose whet he r o r no t they wi s h t o c r oss­

s ubs id ise unp rofi t abl e ro u tes fro m p rofit -mak ing rout e s;

- ' tri a l a r eas' c a n b e

e stablished a t t h e r equest o f the Co u n ty Co u nc il , wherein

road servi ce li cences are not reqUired for s t a g e c a r r i a g e

s ervices;

- c a r - s h a r i ng , with

passe nge rs contri bu ting t o t h e drivers' c o s t s , is now

legalised.

There are a number of imp li c a tions f o r the de velopment

proc e s s a r is i ng out o f the d ere gula tion of publi c transport .

First , t h e lack o f c o nt r o l o f f ares and route s b y the

Traffi c Co mmi s s i o ne rs c o u ld h a sten t h e run-down of rural

p u b l i c transport s e r v ices , whi ch in turn c o u l d lead t o ma jor

cha nges in the c h a r ac t e r of rural sett l e me n t s where only t he

rel atively wealthy c ar-owning members of the population

would wish to li v e. S ma l l towns and particularl y v i l l a g e s

c o u l d well become one-class d o r mito ry s e t t l e me n ts whilst the

poo r e r and di s advantage d sections of the c o mmu n i t y mi ght

eventually concentrate in the large towns and cities where



t he re woul d mor e than l i k e l y be better a ccess t o transport

a nd other faci l i t i es. Seco n d , within urban areas t h e r e is

eve ry li kelihood tha t unprofi table rout e s or servi ces wi ll

b e a ba nd o ne d lea v i ng se c tors of t h e t o wn or c i ty or the

community d isad va n t age d . Thus some l oca t i o n s wil l be

f a v o u red wit h g o od a c cessibi lity whil st others wil l no t and

c ha nges in t he l o ca tion of a cti viti e s to a d j u s t to t h e

c ha nges i n a c c ess i b i l i t y will inevitably o c cur . In the

wor d s of Wingo and Perloff "the accumulation o f these

conse q ue nce s is in fact the shape and structure of the

Me tropolitan r e gion in a generation or more hence " ( 1 9 6 1 ) .

Thi s s i t u a t i o n is c o mp o u n d e d by the decision to abolish the

Metro politan Co u n ty authorities in the UK in 1986 and to

ha n d ove r t he i r responsibilities to the Di strict Co u nc i l s in

t hos e area s or to a ppo i nted 'quangos'. As a result there

wi ll be no one a u t h o r i ty with overall re s ponsibili ty for

s tra t eg i c deve l o p me nt issues; the int e gra tion o f p l a n n i ng

for ma jor h i g h ways , publi c transport, traf fic and fre i g ht

wil l b e aba n d o ned in favour o f ad hoc d eci sions by

ind iv i d ua l age n c i e s . Th i s wi ll compartmentali se resource

a lloc ation in the transport sector and c r e a t e a further

o b s t a cl e t o functional c o - o r d i n a t i o n , e.g. of traffi c

mana g ement a nd b us operations .

Traffic Management

The Lo c al Go v e r n me n t Ac t 19 7 2 g I v es the County Co u n c i l s

pri me r e spo nSibi l i ty for the discharge o f traffic management



fun c tions, including road safety and t h e making o f traffi c

r e gulation orders. In the area of transportati on plann i ng

th i s has b e c o me increasingly importan t because o f its l o w

c os t . The objective of traffi c management is t o maximi se

the u s e or c a pac i t y of t h e existing road s y s t e m b y

orga nis i n g its use in a different and more effi cient way,

r at h e r than construct new roads . At the s ame t i me

imp r o vements in driver and pedestrian safety a re s o ug h t .

Me a sures widely adopted include

- the introduction of one-way traffic flows, the prohi bi tion

o f le f t or ri ght turning movements and the restriction of

par k i ng to improve the speed and safety of traffi c f l o w;

- pede s t r i a n i s a t i o n of streets to improve the environmental

q ua l i t y of ke y areas in towns and cities;

- t he p r ov is i o n of bus-only or cycle-onl y l a n es t o improve

t he r eliability of public transport s e rv ice s and the s a f e t y

c o n d i t i o n s for cyc l i s t s .

S uc h measures are in Widespread use throu ghout the UK a nd in

many other countries in the World. They are often o ppose d

in t he locality where they are to be introduced b ut in

g e n e r a l terms are politicsally acceptable to t h e ma jority.

They also have applicability in a wide variety of conditions

and c i r c u ms t a nc e s .



Concl usions

Th e impl icat i o ns o f t h is pape r are tha t Br i t i s h expe r i e nc e

in t he f ie l d of transport a nd ur b a n deve l o p me n t ha s

somethi ng t o of f e r Mala ysi a. That ma y we ll be the case - we

h av e a wea l t h of practi cal e x pe r ie n c e in t h e s e a rea s . Bu t

what i s t r a nsfe r r a b l e to Mal a ysi a is fo r yo u t o j udg e . Wha t

i s app r o p r i a t e in t h e UK ma y no t b e a p p ro pr i a t e in Ma l aysia

- yo u r c ult ure , y o u r poli ti c s, y o ur eco n o mi c g r o wt h rate a n d

yo u r p r ospe c t s for the f ut u r e a r e v e ry d ifferent t o ours .

Al l t he sefac t o rs - referred to in t h e jar g o a s contingent

f a c t o r s wi ll or shoul d influence wha t s ol u t i o n to t ra n s p o r t

a nd d e v elopment i s sue s in Mal a ysi a i s appr o pria t e .

There a r e howe ver a number of g e n e r a l les s o ns wh i c h ca n be

1ea r-n ed f r o m t .he UK e x p e r i e nc e .

F i r s t the d eve l o p me nt plann ing p rocess i n the UK is

explic i t l y c o nce rne d with the produ c ti on o f p lans a nd t he

n e g a ti v e c o n t r o l of de velopment. Ho we ver t h e r e a li t y of

hav i ng t o a d j u s t to a declining ec o n o my i s s h o wi ng u s that

t o wn pla n n i n g should be c o n c e r n e d with t h e mana g ement o f

c ha nge in t h e e nv i r o n me n t . Th is i s p r o bab ly t h e mos t

i mp or tant le s son that c a n be learne d f r o m ou r e xpe r i e nc e ­

t own planning is concerned to manage change in the

envi ronment by applying the basic managerial processes

exercise d by all managers in all type s of organisation .



Seco n d , there is a close inter-relat i onshi p b e tween the

p r ov i s i o n of t r a n s p o r t facili ti e s a nd the loc a tion o f

de velopment. The l eve l o f access ib il ity will i nfl u e n ce t he

loc a tion o f act ivities. I n the words o f Wi ngo a nd Pe r l o ff

"the choice o f a transportation syst em is the cor e

developmental decision that a Me t r o p ol i t a n region can

make" . (1961)

Th ird , t he a do p tion of a system mof mana ging change in the

e n v i r o n me n t wh ich fragmen t s r e s p o ns i b i l ity for d i f ferent

aspects be t we e n di fferent agenci~s wi ll ine vi t a bl y resul t in

t h e a d o p ti on o f p o l ic ies and p r o pos a ls whi ch are ofte n

mutuall y in c o n f l ict.

F o urt h , the process of urban d e velopment a nd t he provi sion

of t ransp o r t i s entirel y po l i t ica l . Th e dec is i on to

int rodu ce or wi thdraw a par ti cu l ar t ra nspo r t fac i l ity

se lect ive l y di s criminates f o r one a r e a o r g r o up of people

and a gainst another; the deci s i o n t o app r ove or re ject a

d e v elopment proposal is simil arl y d iscr i mi nat o ry.

process is c o nc e r n ed with t h e a l l ocat i o n o f limited

r e s o u rces .

The who le
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PROVI SI ON OF URBAN PASSENGER TRANSPORT
OPERATOR 'S POINT OF VI EW

MOHD. TAUFFICK MOHD. ALI
GROUP OPERATIONS MANAGER

(SRI J AYA KUMPULAN BERHAD)

Introduction

The provision of a good urban publi c p ass enger transport

service is essential to the mobility o f the people an d there­

by enhances the quality of life. Invari ably the op e ra t i o n

of urban public transport is g overned b y the t raffi c dema n d

trend. Our expe rience from operator's p oint of v i e w tell us

that the factors /element below mus t be taken i nto account in

orde r to provide an effecti ve and eff icient public transport

for the urban community.

Population and Land Use

I n t h e first place, relatively high densi ty of p opulation

ma k e it p ossible to provide efficient or g oo d quality

se rvice s .

The e xisting of good facilities ego bus stops with shelters ,

terminal and interchanges etc. will help us provide, regulate

and operate a commendable service for the benefit of the

population.

Land use in each z one will also help i nfluence and de velop

the trend of the traffic whether it is f or social or for

necessity etc.

In o u r c ase, however, we a r e in a d ifficu l t s ituation wh e r e by

f acilities provided do not actually fa vour o u r op e r a t ion .

In Kuala Lumpur we will find terminals ri ght in the Ce n t r a l

Busin e s s Di s t r i c t (CBD). These termin als are common terminals

i .:e. all operators of d ifferent modes wi l l us e the a vail able

f ai c l i ti e s . The problem is the ma i ntena nce and housekeepi ng

of such terminals is at stake. Shopping malls a n d comp l e xe s /

plazas we r e built t o cater for high in come group.

Bus op e r a t o r s are forgotten pa~ties as far as t h e builders

are c oncerned. They fa iled to provide c e r t a i n a s p e ct o f

the ir premises for the potential c l i e n t t o dise mbark and

board the various buses.

..2/-
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In Kua la Lu mpu r on l y on e c ent re (Ko ta Raya ) ac t ua l ly p rovide

b us s t op f or their potential c l i e n t s . Howe ver th at h as b e e n

mis used by c a bbi es a nd a f f l uen t s hoppers who p arked their

c a r s .

Peak and Of f Pe ak

The demand f o r publ i c t r a nsport is h e a vy d ur i n g the p e a k

p e r i od. I n other words i t is he a vil y peaked a t time s o f

journeys t o a nd from wo r k.

Th e p r obl e m h ere is low u t ili s ati on o f assets .

Th i s proble m o f p e ak i s get ting worse in Kua l a Lump ur . I t

is not wr ong to say th a t K.L is fas t becomi ng an exc l u s ive l y

wh ite co l lar centre wi t h common work h ours , hi gh leisure

on wee ke n d s etc . Growi n g us e o f c ar f o r off peak j ourneys

where c onstrain ts are , should I say less s evere, wi l l streng­

ten t h e p eak prob l em .

Low Me a n Trip Length

Fo r i n fo r ma t ion we are operat ing l ow mean trip length as far

a s o ur op e r a t ion in the capital is c once r ned. However, as

f ar a s o u r Kl an g Va l ley op e r a t i o n is c on ce r n ed comp a r a t i v e l y

our mean trip l ength is still l ow.

Ou r fa re structure f or the stage services wi l l put a good

i n de x fo r such c la im wi t h regard t o j ourn ey fare to the

Ce n t r a l Bu s i n e s s Di s tri ct (CBD).

The P r oble ms f or Operati ons Duri n g the Pe a k a n d Of f Pe ak
Period

I n mos t coun t r ie s (n a mely Hong Kong , J ap an etc.) there is

s eld om a ny jus t i fic at i on fo r urba n publ i c transport fares t o

be a t a c on s t a n t r ate per mi l e r e ga r dl ess o f t h e trip length.

He a vy costs in curre d d ue t o peak like s h o r t trips , longer

journey t i mes d ue t o r o ad con ge s t ion h ardly justifies the

claim .

. .. 3/-
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Our experience in K.L is different . We h ave t o f ollow

con s tant fare per Km i.e. $0 . 05 per Km without d ue

consi de ra t i on on the e xtra te rrest ri a l cos t incurred wh e n

opera t i n g during the p e ak peri o d. Low u t il i s a ti on dur ing

o f f pe a k period i.e assets and staff a r e under utilised

d uri n g the s aid pe riod.

The question now is where to strike t h e ba l a n ce for ope rati n g

d uri n g the p eak and o f f peak . The op e ra to r h as to e xploi t

t he p e ak period s o as t o subsi d ise t he o ff pe a k b us b ut how­

ever , most of the time p e ak service s cou ld not ope rate a t

break e ven level due to extra costs i ncur r ed ( t ha t h as been

men t i on ed ) .

Our e xp er i e nce/s t a t i s ti c s shows that a t least 6 0% o f trip

l o s t was d ue to road congest i on every day other t h a t othe r

f a ctors.

Eco n omics of Operations

Ba s ica l l y a company would like to know what would the cost

t o op e r a t e the services be.

The traditional approach of calculating an average c osts per

b u s failed to reflect the effects of v a r i a t i on in vehicles

size, vehicle a n d crew utilisation between services.

Our experience tel l us that the sy s t e m of a l l o c at i n g the

cos t s into 3 variable is v e r y practi c al.

The approach is on fo llowing matrix

Bus Day Mileage Peak Vehicle

Variable Crew Fuel , Oil , Tyre -

Semi Main tenance Vehicle
Va r iab l e - Deprecia tion

Fi xe d - - Garage,
Overhead

. . 4/ -
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We iden t ify p eak veh icle r equire ment. Our experi e n ce tell

us t hat if b us No. 1 with ful l c ap a c i t y l o a d o f 35 reach e d

her dest i n a t i on in 50 minute s , b us No .2 wi t h a f ul l cap ac i t y

loa d o f 10 5 a lso r e a che d her dest i nat ion fr om the same ori g i n

i n ap p r o x i ma t e l y the same t ime d u r i ng t h e peak peri o d.

We de p loy e d a l l o u r veh i cular un its d ur i ng the p e ak p eri od.

Log i cally , the size of peak veh i cle req u i reme n t s wi l l de te r ­

mi ne o ur fleet si ze a nd o t h e r support r equire men t s.

Ou r e xp e r i e n c e fur ther exposed c e r tai n fi n di n g t ha t is depl oy­

ment o f one man operati on mi n i bus services is the answer t o

t he con s tan t g rowt h o f urban publ ic transport i.e. peak and

off p eak.

Wh at I want to highlight here is that the on e man operation

b us s e rvice s is the best way to offsett/approach the increas­

i n g c r e w cost and it is the best method to operate during the

of f peak pe riod. Scheduling of the services wi l l fall into

2 categories:

1. Sp l i t shift se r vices

2 . 2 straight shift.

Ou r op e r at i on s further appro a ch the problem o f peak and off

pe ak by scheduling our servi ces into 2 categories of s e r v i c e s

as a b ove .

This h owever de f e nd ve r y much on the demand for the services.

Economics situation e t c . played a prominent r ole to determine

t h e cha ra c ter i s t ic and e conomi cs of the Operations.

To t hos e would be entrepreneur of urban passenger transport ,

I st r ongly a dvis e the approa ch of split shift crew for every

b u s a n d let one man op e r a t ion be the o r der of urban passenger

transp o r t .

The Con s t r a i nts

As I have already mentioned the- ope rat i on of urban passenger

transpor t e s pecial l y in Kl a n g Va l l e y i s a challenge to every

body .

. .5 /-
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We i n S.J experience cons traints that c a n d a mpene d t he

se rvi ce s of many operator but thankfully not S . J .

It i s not wrong for us t o say that wha t ever fa c i li t i e s l ai d

by the va rious authorities do not favour the urban p assenger

transport operators an d at the same t i me the pub lic, layman ,

academi c i a n wil l not tolerate slacke ning s ervices yet when

we i ntrod u ce new s y s t e m a n d new meth o d to o u r urb an passen ger

transport for bette r s ervices ve r y fe w will response .

Ide a s like p r o v i d i n g bus lanes , r e s trai n t s on parking

faci l it ies , a r ea traffi c man a geme n t sch e me a r e but obso le t e.

There shou ld be enforced and implemented at least 5 years

ago.

Sp ace constraints on our part also is a growing concern in

o ur ci r c l e with regard to p r o v i di n g of proper terminals fo r

a l l l evels of the passenger.

Ot h e r constraints inc lude the various a uthorities , red t apes

and financial a s pe c t s . It is ve r y diff icult for us act ua lly

to p r ovide an excellent service un l ess t h e various parties

i n volved c o - op e ra te and gave us the d ue recognit ion to p rovide

t h e v i t a l services f or everybody i n t he u r b a n areas .

The Fu t u r e

In the ligh t of Kuala Lu mpu r deve loping into a p r e ' St ar Wars'

type of u r b a n centre what is t he f uture of t he urb a n pass enger

transport e s pecially b us services.

The LRT wh ich i s Light Rail Tr a n s i t (instead o f Li gh t Rapid

Transi t) i s not t he answer to the ever growing problem of peak

and o f f p e a k p e r i od.

The investment on t he in fras tructure is q uite s ubstantia l

but wh a t about recove r ing of t he expenditure. Th e q uestion

i s the freq uency provided by t he s e r v i c e . I t is an accepted

fact that t he mode h a s t he right of way (n o competition from

other mode) .

..6/-
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Ex p e r i en c e s hows t hat such ri s k s houl d not be con s i de re d

be ari n g t he seasona l aspect and the prefe r en ce of c ommuters

f or door- t o - d o o r s e r vi c e .

Li kewi s e the Ae r o b u s system might experience the same .

Plea s e no te t hat the c o mmu te rs of K. L wi l l p r e f e r a service

t hat can b ring t he m ri ght to their o ffi c e premise .

Con c l us i o n

I wou ld l ik e t o e mp h a si se here t hat to p r o vi de an e ff ic i ent ,

good q uali t y p a s s e n ge r transport a l l parties should b e i t the

opera t o r s or t h e government agencies , strive for new a pproach.

The r e s hou l d b e e lemen t of p o s i t i ve a t t i t u de towards any

c hange in the methods of operati on .

One man ope ra ted buses s houl d be t he a n s we r t o the p resent

t ran s p o r t woe s . Th e p r esent s i tuat i o n i n K.L me tropol itan

of mul t i p l e operators o f b u s s e r v i c e s s h o u l d be s topped.

Pe rmi t s sho uld be given to operators who are interested to

p r o v i d e urban p a s s e n ge r transpor t se rvice only, not to t hose

who wa n t to make their mi l lions at t he expense of t he se rvice

(t hi s i s qui t e rampant with smal l operators ) .

Ap pro a c h shou ld b e professional, t h u s a good network f o r

t r a n sport to ca t e r fo r t he demand i s der ived.

** ***** * **

Date : 12th . Nov. 1 9 85
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URB AN PUBLIC TRANSPORT IN P ENINSULAR
MALAYSIA : SOME POLICY C ONSIDE R A T ION

Ib rahim Wahab
Le cturer

S chool of Housing , Building & Plannin g
Uni ve rsi ti S ains Malaysi a

Introduction

P r oce s s of urb anization together wi th the increase in

p opulation has caused the e xpansion of many existing urban

a reas. This suggests that the mobility rate will be

exce p t i on a l l y higher in large or prin cipal towns compared

to the smaller one s .

Several a.t t.e mpt a have been made to draw up plans for urban

t r an s po r t in many of Malaysian towns . However, the

exi s t i n g publi c transport phenomena wh i ch encourage pri vate

c a r ownership has led to a de clining modal split ratio for

publi c transp ort.

Th e decline in the use of public transport are partly due

t o the fact that publi c transport is regarded as a socially
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de g r aded mode of transport. It is quite true as the

con dit i ons and servi ce of publi c t r ans p o r t have been

de teri orating despite s ome in centi ves and fragmented

at tempts h a ve i n t rodu c e d by regulatory bodies.

The abs e nce o f a sol e and responsible b ody fo r the planning

of publ ic trans p o r t was fo u nd to b e anoth er issue whi ch

contributed t owa rds th e prese nt st ate o f de fi cien cy.

Thi s pap er a ttemp ts t o re view s ome urban Public transport

i s s ue s (rel ated t o planning , li cencing integration and

urb an deve lopment ) in the hope to ge ne r at e appropriate

polici e s at th e strategic and l ocal levels.

Urban Tr ave l Characteristics

Travel by p r iv a t e transport was and will c o n t i nue to be a

popular means of movement in Malaysian t owns. In Kuala

Lumpur, f or instance, travel by private transport was

fo un d t o be prop ortionately high compared with travel by

pub l ic transport.

The f igu re was even higher in 1980 when compared to 1975.

In 1980, 70.8% o f the total passengers in Kuala Lumpur

used p r i v a t e transport which formed 85.9 % of the total

vehi cular movement. During the same period only 29.2% of

t h e passengers travelled by total public transport which

accounted f o r only 2% of the vehicular movement. 1

A ge ne r a l decline in the use of publi c transport

parti cularly buses in Penang and Kuantan c ou l d also be seen

f r om t h e Table 1 , wh ich shows like percentage of passengers

usin g the di fferent mo de s of transport .

The sw i t ch f r om public to private transport (Figure 1 and

Tabl e 2) b y t h e publi c c an b e attributed t o the improving

socio-economi c p osi tion of t he people. However, this does

n ot ab s o lve the poor quality of the publi c transport system

f rom its responsibility in causing th e switch. High car
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ownership ratios in Ma l ay s i a n ci ti es and towns ( Tab l e 3)

are an indi cati on .

100%

Perce n t a ge
%

o f urban
commu t ers

50%

Pri vat e Transport

----- -- ............ ............

--__ P ubli c Transp ort
~~ ( dec l i n i n g)

1 9 6 4 1972

Year

19 80

Figu r e 1 : Changes in Travel Mo d e in
Terms of Percent age for Kuala
Lumpur 1964-19 80

Penang Kuant an
1 9 8 0 19 83

Private transport ( Car) 3 4.5 32

Mot o rcyc l e 5 8.1 26

Bu s ( including factory &
schoo l buses) 2 .8 22

Bi c yc l e 0. 4 8

Ot h e r s 4 . 2 12

100.0 100.0

T able 1 The Pe r cen tage of Passengers Travelled b y Mo de o f
Tr an s p ort in Georgeto wn - Ku a nt an

,

(From JICA 19 80 , Penang Transport Study, Draft Final
Re p o rt Ma i n Vo lume , Page 16 , an d Ma j lis Pe rb andaran
Kuantan 1 983)
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Cities 1964 1970 1979 19 80 1982

Kual a Limpur **46% ( *4 8%) **25 %( 2 0 %

Geor get own ** 38% ** 2 2%

Kuantan **5 2 9[- **3 7%

Table 2 Numbe r o f Passenge rs ( %) Travelled by
Publ ic Tran s por t 1964- 1982 )

( Fr o m var ious sou rces )

* Al l r oad b ased Pub l ic Transport (includin g mi n i bus e s)

** Stan d a r d Buses Onl y

Bangkok Jakarta Singapore K.L. Ge orgetown

No. o f cars
Per e very
1,000
pe ople

6 0 34 74 85 125

Table 3 Vehicle Ownership in K.L. ­
Georgetown and other S.E. A.
cities

(From: Various sources)

Percentage o f public transport passen ger (Table 2) figures

when comp a r e d wi th similar ones of ASEAN cities (Jakarta

52 % - 1977, Ma n i la 75% - 1977, Bangkok 62 % - 1977) showed

that Malaysia's public transport s ystem in cities such as

Kuala Lumpur and Georgetown are difinetely l ess attrative.

This trend of the increasing use of private transport for

urban travel supports the assertion o f the declining modal

split ratio for public transport in Malaysia.
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On reason g i ve n f or t r av e l l i n g by bus , 6 0% of t h os e

p assengers interviewed in George t own
2an

d 81 % in Kuant an , 3

sai d t ha t the y t r ave l le d b y bus out of necessi t y rathe r

than conve nience . Th eir st a ndard answers, r a nged from ­

'no own tr ans port ' to ' n o ot h er cho ice' . Th os e who owned

tran sport sai d t hey pre ferr ed t h e bus b ecau s e o f it s ch e ap

fare an d the f act the y did n ot wish to d r ive in traff ic

jams .

Despite its r el ati ve unpopulari ty as a me ans of travel,

pub li c tran s p o r t was fo un d to h ave fulf i l l e d t he b asi c

n e e ds o f a se c tion of t h e population who had no acce ss to

any ot h e r means of t ransport.

Comp ari ng t he proporti on of th e urban poor using buses in

our town s with the pove r t y level in ~1a l ay s ia , ( Ta b l e 4)

t he si tuation suggests a hi gh p e rce n t a ge of the b us

commute r s we r e much below the povert y level. Thus t h e

an a lys i s not only indi cates the i mportance o f buses but the

urgen cy t o intervene and improve publi c transport .

The rapid growth o f u r b an population with annual in creases

at the rate of 4. 1%. 2 .5%, 5 .2 % for Ku a l a Lu mp u r ,

Georgetown, Kuantan resp ectively was fo un d to be e ither

e quivalent o r above that of the nat ional average of 2.6%

p er annum. I t was also an indicator o f possibl e changin g

t r a vel pattern .

The g r owt h of t h e urban populat i on in t h e future will

exceed t he g row t j of the rural population . Mo r e and more

people will li ve in c i t i e s and towns s uch on .Ku a l a Lumpur,

Georgetown, Seremban, Johore Bahru etc . These growing

c i t i e s certainly need an ef fecti ve transport system to

a chieve e co n omi c development and sosial bal ance. The rise

i n in c ome level and the general de cline i n the poverty

l e vel would a l so support the a rgument that the trend of

private ve h icle ownersh i p wou ld c on t i nu e to rise . I n t urn,

this wi l l discourage t he us e o f pub lic t r ans port especi ally

in the present s tate of affairs, unless t he p ubl ic tr ansport

system i s improved.
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% o f t he pove r t y l e ve l
i. e. b e low M$ 30 0 / - pe r

mo nth pe r h ous e h ol d
19 80 / 83

Kuantan

( 1) Bus c ommu t e r s

( 2) Over a l l po p u l a t i o n

Geo rget own :

(1) Bus c ommu t e r s

( 2 ) Overal l population

Kual a Lumpur

( 1 ) Bu s c ommu t e r s

( 2 ) Over a l l pop u l a t i on

Overall Urb a n Are a s (over
10 , 0 00 pop . ) i n West
Ma l ays i a

We st Ma l a ys i a

74 . 6 %

25 .2%

70. 4%

23. 2 %

Not Av a i l ab l e

2 1%

29.3%

Ta b l e 4

( From

Comparison of Publi c Transport Commute rs i n the
3 Cit ies With Ma l ay s ian Si t uat i on I n Terms of
Poverty Le ve 1 .

Va r ious source s )

However , the a nal ys is s hown in Table 5, Figu r e 2 r eve aled

t h a t b us e s continue d t o b e on import an t mode o f transport.

Th is c an be s e e n from t he lar g e s l ice of publi c transport

p assenge rs wh i c h t hey c ar ry .
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Type of Publi c
Tr anspor t

Kuala Lumpur
19 8 0

Geor ge town
1980

Kuan tan
19 8 3

Ma lac ca
1985

Single d ecker
b us standard) 45% 7 8% 8 2% 94 %

Mi n i Bus e s 30%

Ta x i ) 10% )

Ot hers )
25 %

12% )
18% 1 6 %

Table 5

( From

Proporti on ( %) o f Pub Li. c Tr ansport Commuters
Travell i ng by b us in Kuala Lumpu r, Geo rgetown,
Kuantan and Malacca .

Vari ous sources)

_ Standard buses

MALACCA

KUANTAN

KUALA LUMPU R GEORGETOWN

Mini buses

Taxi + (school and factory
buses)

Figu r e 2 Proportion ( %) o f Public Transport Co mmu t e r s
Travelle d by b us i n Kuala Lumpur, Geo rgetown an d
Malacca.

( From Various sources)
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The above f i nd ings also i ndi c a t e to us t h at buses have the

potential to be an eff icient public transport i f the

nece s s a r y i mpr o ve me n t s are made.

Nev erthe less there wi l l b e a growi ng demand fo r trips

whi ch c a nnot be made by walki ng or pr i vate t ransport . The

g r owth o f car ownersh i p which was fo und t o be hi g he r in

large ci t i es or urban areas, s uggests that mo ve men t by

pr i v a t e transpo rt and prob lems associat ed wit h it would

c ont i n ue to be a dom i nating i s s ue in u r ban ar e as .

The p hys ical p a tt e rns o f most e xist ing Ma l ays i an t own s are

found t e be largely c h a ract e r i s ed by on e maj or Cent ral

Business District ( C.B .D.) Despi te n ew plans t o have

u rban centres de cen t ralised, the con centrati on o f jobs,

shopping and o t h e r act i vit i e s will co nt i nue to at t r act mor e

jou r ney o r trips t owards t he c e n tral areas o f the towns

These togeth e r wi t h t he co nt i n ue d e c on omi c and p hysical

developme nt in and a r ound the Central a r e as or C .B . D.

would attr ac t mo re traff ic into the c e n t ral are as.

The degree of de mand f o r publi c tr a ns p or t t o work et c .

depends on s e ve r al f a c t o r s includin g urban e xpansi on. As

I nd ic a.t ed by Brut o n . 4

' Urban expans i o n me ans a n i ncrease in

j ou rney length which has b e en f ound t o

inf l uence the mo dal choice of t h os e pers ons

maki ng that jour ney . Th e more exte nded t he

ue b an areas become , the furthe r the c ommunity

dis tances will be.'

Fi gure 3 i nd i c at e s urb an expansion re lated t o popu lat i on

de ns ity and dis tance .

Other fac tors were a lso cont r i b u t i ng towards longer time

us e d wh e n t r a ve l l i ng b y bus . In Kuala Lumpur f o r instance,

t he hi gh t raffi c vo l ume and c onge s t i on in the c i t y centre,

as we ll as alon g t h e main roads, were found t o b e the main
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facto r c ont ributing to this problem . I n Geo rge town, t he

problem was due to amon g ot h e r th i ng , t h e existence of

i n fo rma l act iv i t ies al ong th e main roads a nd the variab l e

road wi d t h . I n Kuantan , shor t a ge of bus es an d h igh a c cess

time we re amo n g the mai n r e a s on s resp ons ib le fo r in cre asing

bus trave l time . I bel ieve that problems of th is nat u re,

do exist in vary i n g scale in o the r Ma l ays i an towns .

Th e problems with u rb an p ub l i c t r an s p o r t as p oin ted out

e ar l ie r will cont inue unles s a prop e r Grginisation for its

p l annin g is introduced.

n o. of
c ity centre

L- --~
/ ~ ......

.::I" n ow ( with urban exp an s ion ,
gre at e r no . of populati on
travelled at l on ger
d i s tan ce to c ity c e nt r e or
emp loymen t a r e as.

Former ( s h ows gre ater

/

populati on travel (to
at shor t e r di st an ce )--....

--"

Dens ity
o f
Popu l at ion

City Ce n t re Distance in km/ mil e Suburb an are as

Fi gure 3 Density o f p op u l a t ion an d di stance from c i t y
centre.

Plann ing and Licencing

There a r e man y a gen cies at Ce n t ral leve l invol ved i n publi c

tran s port. The in v olvemen t o f t oo many authoriti es wi t h un­

c l e a r s c ope an d f unct ions i s an o ther s ource of t he p r ob l ems .

The regulatory bodi e s i nc l u d i n g l oc al authorities c an

produ c e plans but wi t hou t an agreeme n t or c l e a r e r definiti on

of t he i r resp e ct ive juris d i c t ion the p l an s are li kel y to b e

a fa i l u r e .

Howe ve r , the on l y two (2) a gen ci e s e mpowe r e d b y the Road

Transp o rt Ord inan ce (RTO) 195 8 , to be invol ved in pub l ic
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tr ans por t matt e r s , a r e the Roa d Tr an sp ort Li cen cin g Board

( RTLB) , Ministry o f Publ i c Ent e r pr ise s a n d Road Tr an s p o rt

Department (RTD) Mi n is t ry o f Tr an s p ort .

Th e form ation o f th e RTLB an d RTD a re mer e l y l i mi t e d t o

p rovidi ng s e rvi c e s su c h as issu in g l ice n ces an d

inspect i ons of moto r vehi c l e s .

It mus t al s o b e stressed that t h e RTO ( 195 8) i s rath er

outdat ed and i s on ob s t a c l e fo r e ff ort s t o effec ~ ive ly

cont rol l ice n c i ng u r b an p ub l i c t r an s p o r t s ystem. Th e

split of cont r ol t he li c e nsin g act i v i t ies b etween RTLB and

RTD with p oo r or lack of crite r i a f o r t he issue o f

l icen ce s and lack o f pl annin g a re a r ef lect ion o f

di ffi cu l ty i n s et ting an i ntegrat ed p ub l i c t r ans po r t plan.

Provi s ion of n e t wo r k s uch as r ou t e s and t e r mi n a l s c ontinued

t o be i n f l ue n c e d by the marke t f o r c e s rather than being

planned and regul a t ed by t he connected bodies. In many

ins tan c e s , t he bus o perato r s themselves independentl y

in i tiate s u ch p r ovi si o ns which r arely are in a c cordance

wi t h p r ope r principle s of transport p l ann i ng. Su ch

practi ce wi l l c ert a i n ly end up wi th poor public t r ans p o r t

ne t wo r ks wh i c h in t u rn cont r i b u t es tow a r ds unatt ractivene ss

of pub l ic t r ansport .

I nci de ntally , one has no t noti c e d any si gni fi can t e xpansion

o f t he p r ivate owne d unde r t a kings . The g r e at s hift f rom

governmen t t o pri v a t e un de r t akings in Geor ge t own an d th e

r i se i n th e n umb e r s of privat e undertakin gs in other

Malays i an t own s , r e f le c ts n ot onl y t he i mpor tance of private

o r g an i s a t i ons as a s ou rce o f pub li c tr a nsport a l s o how much

t he gove r nmen t relies on t he p r i vate secto r in pro viding

publ i c s e rv i ces .

Th e over dep e ndence on privat e s e c t or s t o p r ovide servi c e s

to the pub l ic has made private ly owned u rb an pub li c transport

a d omin ant f e at u r e i n Ma l ay s i an t owns and c i t i e s. Pri v ate
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invo lveme nt or c ommitmen t in urban publi c tr ansp o rt has

be e n boos t ed esp ecial l y through the pri vati s a ti on concept

laun c he d by t he go ve r nme n t in 1984.

One major diffi cult y in re alising a n ef fi cien t and

re l i ab l e bus op e r a t i on was t r aced to the e mergen ce of

wi de s p r e ad un co-o r d i n a ted bus un dertakings. Th e o ve r ­

lapp i n g o f rout es in some part o f urban areas, c omp e t it ion

f or services, unne c essary trip redu c tions were some o f the

re s ul ts of li t t l e in t erventi on or l a c k of coor di n a t ion at

the c ent ra l a nd l o c a l l e vel s wi th r e s p ect to the ope r a t i on

of urban p ubl ic t ran spo rt .

Th i s to gethe r wi t h th e lack of powers and guidelines t o

p l an p ub l ic t r an s po r t a r e the maj or re ason fo r the un­

at t r a c t i v e ness of pub li c t r ans po rt .

Lit t l e concern for public transport whi ch subsequently led

to its ine f fi ciency and the de clining modal split ratio f o r

p ub l ic tran sport was f ound to b e associate d with the lack

o f pro fessionally qualified staff. Shortage of qualified

t rans po r t professional has been more s e r i o u s at th e

c e n t r a l leve ls particularly RTLB and RTD.

I f better in f ormation s ys tems (such as leaflets on time­

tab l e , r ou te an d destination, information (on and in buses,

at bus stops and stations) scheduling and fare) were

o rgan i s e d , s ome problems associated with publi c transport

tr ave l would not be as bad as it is now.

Howe ve r, t o improve the publi c transport system , solely

t hrou gh a mark eting strat e g y is not pos sible. Thi s i s

in view of t he pre sence of s e ver a l bus undertakings (each

with p o l ar i s e d business s t r a t e gy ) and the absen c e of a

s i n g l e publ i c transport authority, o r a statutory

r equ i r e me nt t o plan and c on t r o l publi c transport and no

gui de l i ne s fo r publi c transp ort p lannin g and li cencing.
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Some Po l icy Considerati o ns

The au thor ity through the r e gulat ory bodie s , appe a r s t o

lack powe rs to pl an and impl ement pub l i c t r an s p o r t p o licy .

Other issu e s c on t r i b u t i ng towar ds the present state of

de f i ci e ncy are:

I nadequate p l ann ing resour ces (s t aff)

Lac k of l o c al i nvo lve ment in p ubl ic t ran s port p l an n i n g

Whethe r t h e fun ctions of t he exist i ng au t ho r i ty a re

c l ea r l y d e f i ne d , t he ope r a tors on t h e o t he r h and, h a ve t o

op e r ate pub li c t r an spo rt . Th e b r oad p ol i cy me as u r es e n ­

c omp as s i n g organi sat i on, p lann ing , l icencing a n d urban

de ve lopment a i mi n g t o i mp rove publi c t ransport are:

( a) Gre ater in vo l vement in plann i ng a n d con t rol by

c e n t r al agenci e s :

i . Form ati on of Pub li c Tr an s p or t P lannin g Unit (PTPU)

i i . P r e p a r ati on of Gui d e l ine s fo r Publi c Transport

Plan n i n g.

( b) Gr e ate r i nvolveme n t in p l an n i ng an d con t ro l by l ocal

a u t hor it i e s .

( c) Integratio n of p ubl ic t ranspor t with urban de velopment.

a . Gr e a t e r I n vo l ve men t i n Pl a nn i n g a nd Control by Cent ral
Agenc i e s .

The s u ccess o f wh a t eve r pol ici e s depe nds ve ry muc h on

the c e n t r a l agen cy which s hou ld b e r e o r g an i s e d tak ing

acc ou n t of pl anning , li cenc i n g c oordi nat ion . The

e x i s t i n g vague o u t l i ne of i t s a u tho r it y as we l l a s the

abs e nce of an y gu i d e l i n e s on t h e o ve r a l l planning arid

li c e nc i ng of pub l ic t r ansp o rt as indicated e arl ie r,

j u s t i fi e s a r e c ommendation t o r eorgan ise t he ce n t r a l

agenc ies :
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i . Formation o f Pub lic Tr an sport Pl annin g Unit (PTPU)

A Pub l i c Tr8nsport Plan nn i n g Un it (PTPU) s hould

be ins t itu t e d. A s t r e aml i n i ng of t he e xi st i ng

a gen cies or by up gr ading t he p resen t RTLD in t o a

PTPU is one o f t he ways to e n ab l e g re at e r c on t ro l

b e s i de s a vo i din g s ome wo r ks dup li c a t i on ( b e t ween

RTD and RTLB) and exp e di a t i ng t he process of

ap p r ov a l as we ll as prov i d i n g cl e arer and bette r

fr amewo r k fo r p ub lic t r ansport p lan n i ng and

control .

The Pu b l ic Tr an s po r t P l anni ng Unit (PTPU) is t o

be s u pported wi t h three sub-u ni t s name ly :

1. Research

2 . Planni ng

3 . Quanti t a t i ve li cen c ing ( f ormerly RTLB under

the Mi nistry of Publi c Ente r p rises )

The broad funct i ons of t he prop os e d Publi c

Tr an s p o r t po l icy Un i t (PTPU ) among othe r would

be:

1. Rev i ew any u r ban t ransport studies a t nat i on al

level.

2 . Unde r t a ke app ropriat e p ub lic t r an s port studie s

a t nat i on al l e vel .

3 . Determine t h e app r oac h an d form of urb an

de ve lopme n t ap pr opriat e to p ublic t ransport .

4 . Det ermi ne/provide gu idelines f or pub l ic

tr an s po r t p l ann i ng in re l at ion to p h ys i c al

and socio-economic iss ue s f o r i mplementation

at loc a l l e vel s .
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5. Identify the needs an d e x amine t he s upp ly of

publ ic t r an sp o r t at n ati on al level .

6. I s s ue quant itat ive li cen c e s and permits to bus,

taxi and l o r r y operators an d at t he same t i me

determi ne t he routes, s tops an d othe r g Uide ­

l ine s for local authori t ies in pl anning and

con tro l of the publ i c transp o r t sys tem .

ii. Preparat ion of the Gui de l i nes

The analys is indi catin g li t tle l ocal involvement

and t he lack of gUi del i ne s fo r the planning an d

c oo r d i n at e d efforts which have inevit abl y give n

ri s e t o the unattractiveness o f publi c transport,

s uppo r ts t he s ugge s t ion of the need t o p r epare

p ub l ic transport gu ide l ines .

Th i s gu i de lin e or documen t to be prepared by the

proposed Publi c Transport Poli cy Unit (PTPU)

cont a i ns an ou t l i n e o f i s s ue s and strategies on

p ubl ic trans po rt.

It i s to b e c i r c u lat e d to the c e n t r a l and local

go vernme nt o f f i c i a l s as a guide to plan detailed

urban public transport s ystem .

However , t he RTO (195 8) has t o be improved so

th a t more attention is give n to the planning and

cont ro l fo r public transport at the central and

loc al l e vels.

b . Gr e a te r Involvement in Planning and Control by Local
Au t hor it i e s

,

Wit h the except i on of Kual a Lumpur , none of the local

aut horit ies in Ma.L ay s i.a has fun ctions t o undertake the

plann ing of t ran s p o r t f or their r espe ctive areas .

Though th e Tran s po r t Dep a rtmen t e xi sts in Penan g

I sland Mun icipal i t y ( Geo rge t own ) , this is mer e ly
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concerned with the operat io n of t he Mun i cip a l c ounc i l

bus es . The prese nt organi sational s t r uct ure a ctually

wide ns the g aps of planning and implementation between

cen t ral and local a gen cies.

P rob l e ms gene r at ed b y uncoord i n a t e d multipl e b us under­

tak i ngs and other issue s s uch as poor p lan n i n g with

r e s p e c t to rout es , te r mi nals and th e publ i c t ransp o r t

ne t works, i n t he reside ntia l an d emp loymen t areas t h e

r e su l t o f lack of l ocal i nv ol vemen t was fou nd

r e s p onsibl e for the present unat tr activeness o f publi c

tran s p o r t . Th e absence uf an urban transport di vision

or dep artmen t a t the l ocal l e v e l h as also con tr i bute d

towar d s poor pub lic transport planning whi ch in creased

t h e declining mod al spli t ratio ag a i ns t publi c

t r ansp or t.

Wh at i s really needed i s a d i vi s i on entrusted with the

fun ct ions of urban transport (including public

transport)

Among the functions entrusted to be undertake n wou l d

be:-

1. To r e view l ocal public transport issues .

2 . To study l ocal tr a ns p o rt in frastr u c ture in cluding

st ops and terminals.

3. To es timate the needs/demands for, as wel l as the

s uppl y o f transport, based on the marketing

strategy.

4. P lanni ng for bus routes, stops, fares, freq uency

etc., in the lig ht o ~ physical development at

local leve ls an d in the context of the framework

provided by PTPU.
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5. In t e gr at e d r o a d p ub l ic trans port with other transit

sys tems in l oc al areas and i n t h e cont ext of t he

f ramewo r k p r o v i de d by PTPU .

6. Coo r d i nate the wo r k s of t r aff ic man agement a n d

pl annin g r elat ed to pub li c transp ort.

7. Promot e t he us ag e of publi c transport.

8 . To int e gr a t e the publi c t ranspo r t and urb an

d e vel opmen t pl anning at the s t rategic l evel.

9. To wo rk closely (liaise) wi th t h e prop osed PTPU ,

and local RTD' s .

c . I n tegration of Pu b l ic Trans port with Urban Development

Wit h regard t o urban development th ree c a t e go r i e s o f

are as need to be considered i s attempting to integrate

them wi t h publi c transp ort .

1 . Existing Bu i l t Up Areas

2 . Central Areas

3. New Periphe rial Areas

i . Existing Buil t Up Areas

In line wi th the c once p t of decentralization,

urban a c t i vities a nd traf fi c are to be taken away

fr om an exist i ng t own ce ntre . Fo r this reason ,

e xaminati on of the existing public transport net -

in par t icu l a r is necessary in order

route ne twork. Appropri ate bus

fo r m o f bus lane on radial roads

problems of c on ge s t i on and to

increase speed of travel is a l so recommended . 5

ii . Central Areas

A number of policies an d t ech n i ques in the form of
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bu s priorit y may be introdu ced in the CBD. The se

may include bus lanes and bus on ly s t ree t s . Some

restriction sche me and ass osiated t raffi c

management designed mainl y t o r e s t r ict t he entry

o f private vehi cle int o the CBD durin g pe ak hours

are necess ary .

iii. New Perpherial Are as

In crement al perpheri a I urb an growth usua l ly

dif ficult t o provide effi cient publ i c transpor t

route. Alternative ly, planned perpherial growth ­

l i n e a r form and spinal bus services with maximum

walking d istance would b e more suitable form in

integrating publ ic transport with urban

development (Figure 1 . 4 )

Incremental peripheral urban growth.
(difficult to provide efficient bus routeing )

_ _ Planned peripheral growth
linear form.

Spinal bus services with maximum
--walking distance.

Figure 1.4 : Examp le of Ur b a n Growth in
Re lat ion to Publi c Transport
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Concl ud i ng Remar ks

Publi c t r ansp ort i n Malays i a must be coordi n a ted . Th i s

cou ld be brought t h r ou gh a numbe r o f ways:

Reorg an i s e and s t reamline publi c transp ort a t a trateg ic

leve l .

Prov ide gu i de l i nes an d i mp r o ve statut ory r equi r e me n t s

f or t he p lanni ng of pub l i c t r ans p ort .

Enco ur age local auth orities in the planning a n d c on t r o l

of p ubl i c t ranspo r t .

I ncre as e t he numbe r of t ransport personnel thr ough

vigor ou s t r ai nni n g .

I nte gr a t i on of p ub l ic t r ansp ort wi t h urban development.

Improve d ma r k e t ing sys tem fo r publi c t r an s p ort .
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TRANSPORT PROVISION AND POLICY

By

HATIJAH HASHI!"J AND EDHUND G1'JANAf1UTHU

CONSUMERS' ASSOCIATION OF PEN...\NG

I I NTRODUcrION

As we motor into the second half of this decade, the Government

would have spent millions of dollars on transportation. Indeed, by the end

of the Fourth Malaysia Plan, $9.4 billion would have been spent.

The result of this expenditure is a paradox. Transportation has

worsened, instead of improving. In our cities, where much of the funds

were channelled, traffic snarls are as intractable as ever. Thousands are

being killed and being maimed on the road. Individual cost of travel is

prohibitive; costing a car owner for example $13 to travel mostly to office.1

There is psychological distress, discomfort and pollution to be borne with

during travel.

MeanWhile, those who opt for pUblic transport face unpredictable

delays and uncertainties in bus schedules . Bus fares are not according to

Government rates but are several times higher. There has also been enormous

social price paid for by transportation as houses have been pUlled down and

land made scarce.

These are some of the unending problems faced by consumers. ThUS,

has the 9.4 billion dollars provision of the Government improved transport

or has it advanced the rot? This paper discusses why and how the present

transport system has worsened condd.tdons , It discusses at length the

demerits of the present priority given to road transportation and gives some

suggestions to remedy it.

• •• 2
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II

Under the First Malaysia Plan , road transportation received the

highes t pr i or i t y. Since t hen, it has been the f or er unner in all Government

provisions consuming $6 bill i on of the $9.4 billion allocations. Under the

Second Malays i a Plan, 72 per cent of the allocations went to r oad transport

i n comparison to railv"ays which received only 2.8 per cent of the allocations

during t he same period.

Under the Fourth lVial aysi a Plan, more than half of it went to

r oad transportation. Railwnys received only 7.3 per cent of the allocationso

Much of these allocations were to accomodate the growing vehicular

popUl a t i on. 'The rapid increase' snys the mid-review of the Fourth Malaysia

Plan , ' in registered motor vehicles exerted COnsiderable demand on the

need to expand road f ucilitieso' Thus encouragement in vehicular growth

has been the catalyst in t he priority given to road transportation.

Wi th an average annual growth rate of 11.2 per c ent in vehicular

traffic, Tan Sri Chong Hon Nyan, the Transport 11inister said in a National

Transport Workshop i n March 1984, 'We keep on building more and better rOads
2a t gr ea t er cost l •

Thus, when roads ar e expanded, the problems are not solved. As a

l ecturer pointed out i n a paper on 'The Transport SUbsidy/Grants Policy'

that in urban road building, 'the net result is the generation of

addi t i onal traffic f'Low and the creation of new areas of congestion with

consequent demands for f urt her road improvements or new road constructions,

the cos t of whi ch are continuously escalating. ,3

In addition, increase in traffic flow wi l l reduce quality and

eff i c i ency of public trunsport facilities. Thus, because of this 'self

generation' effect, urban highways and road building is not the solutiono

• • • 3
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Nevertheless, with the high priority given to road building, most

other forms of transportation have suffered. Our railway system struggles

to remain in existence. The Government provides only 2 to 7 per cent of

its allocation on railways. The scant attention given by the Government's

transport provision is due to the view of policy makers that this mode of

transport brings deficit to the nation's transport balance sheet. This

view is however highly debatable. Indeed, it can be shown that railways

can b~ more profitable than road building.

I

The other forms of transportation have been however left to find

their own dwindling death. Inland waterways, which historically this

country owes its prosperity is disappearing into oblivion. These rivers

which were once the mainstream of activity is dying of siltation and

pollution.

Also, pedestrians and cyclists have also fallen out of the

Government's attention. These forms may "be the simplest, the cheapest

and perhaps the best form of transport but it is the second most; ignored

form of transport in the country. In fact, the Government has severed it

and discouraged its development.

Again, while the Government provides for sea transportation, it

is largely confined to international trade and shipping. ThUS, despite

the long coastline and ti1e excellent stopping spots along them, the

Government has not exploited them. Meanwhile, air transportation continues

to receive much emphasis even though they only cater for a minority few.

Most of the steps taken by the Government to improve transportation

are not based on any good and wholesome rationality. Their actions are

sporadic and not planned.

..04
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Demand for transport has almost always meant the building of more

roads. The two have become synonymous. Never is this demand first

reduced in order to make the need for facilities necessary. In other words,

transport demand should not be created and every effort must be made to

reduce ito Such quality of planning appears to be lacking.

The deVelopment of Petaling Jaya as a new satellite city of Kuala

Lumpur (KL) demonstrates how the planning of it can escalate the transport

demands many folds rather than solve it. PJ was to become an industrial

estate and a significant labour force from the squatter colonies in KL

were expected to be attracted to the area. Logically, therefore, low-eost

housing estates should be developed in PJ for settlement of the workers and

thereby reduce the heavy pressure on transportation. However, PJ was

qud.ckl.y turned into a dormitory town catering for the middle and upper

classes working in KL. The good housing in PJ thus matched the high pay

jobs in KL while the factory jobs in PJ were filled by Low-d.ncome workers

from KL. The result has been an interchange or cross-hauling of corrrnuters

that has created massive traffic jams on the main highway connecting the two

citie~? and incurred much unnecessary waste of energy. A survey in 1973

has found that only 48 per cent of the PJ residents were employed 1n PJ

itself; another 48 per cent worked in KL and the remaining 4 per cent

elsewhere (Soo Ai Lee, 1981)0 Although this is an improvement over the

situation found in an earlier survey in 1963 (where the distribution was

32 per cent , 61 per cent and 7 per cent respectively (McGee & Metaggort,

1967) , it still indicates a sigpificant level of work-based commuting.

Conversely, over 42 per cent of PJ's industrial establishment workers

came from outside PJ in the early 1960's (Chi, 1967) and the situation has
4not changed much by the late 1970's.

While much has been said about the present provision, little needs

to be said about the policy on transport since there has been none SO far.

SUffice to say, its absence only enhances the poor quality of transportation

in the country.

Thus, the present Government's transport provisions contribute

towards greater ~Uba1ances and disintegration of other forms of transport

necessary for the country.
• •• 5
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1 . Road Ac~i~ep~

Wi t h increasing vehi cular traffic , t here has been a corresponding

increase i n deaths and inj~ries. In fact , no other form of transport

kill s as many lives as a private based transport system.

On an average , 6 people di e , 56 are injured, 17 3 peopl e admi t t ed

to hospi t als and 300 vehicles get damaged in road acci dents every day.5

The rate of road accidents has increased nearly four f ol ds since

19 57. 6 From 1973 to 1983 , a total of 504,757 acc i dent s occurred involving
7

24 ,671 deaths .

Says the Vice Chairman of the British Road Federation , Mr. h oC.

Durie i n 1968: 8

' I am convinced tha t death and injUry on the road wi l l become

one of the gr eat es t burdens of our society . . . Hardly a single

household in t he land wil l escape the long hand of human

des truction , ei t her by removing loved ones from the home or

condemning them to live only half a life permanently shattered . '

Indeed, the accident r ates in Mal aysi a is among the worst in the

world. It is a disgrace to our society, appalling beyond words .

Tan Sri Chong Hon Nyan , the Transport Mi ni s t er said , ' Because of

t he consequent increase in road accidents, there is pressure ••• on our

medical services and hospitals that they have to cope with an increasing

number of road casualties f •
9

However, more than the loss of money, it is an irrecoverable

loss of human lives . No form of transport can be said to be profitable

if it causes ext ens i ve grief to society. Nevertheless, even if it was

computed on monetary t erms , it wi l l cost the nation a loss of $431 million.
10

•• 6
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I n comparison , the MQlayan R~ilway incurs an annual defi cit of

a mere $3 to $4 million. H~w then can i t be said t hat r oad transportation

is profitable? Is t he pri or i t y justifiable? Not even war or natural

disas ters claim such c asualti e s as r oad accidents do .

On thi s count alone , t here is such ext en s i ve damage done by

road transpor t sys tem devel oped to accomodate cars. Let Us s ee the others

caused by r oad transportution.

2. Loss Of Land

Lester Brovmo s aid :

'Al l transport systems require land but some r equire much more than

o t hers . Autor~bil e-centred transport s ystems are voracious

consumers of I rma . Societies moving towards an automool l e

centred trw"sportation system should wei gh carefull y t he sacrifice

of croplend ula t i s sure to be involved . Al mos t an y other form of

transportQt i on re~lires l ess l and. Societies with wel l-devel oped

public transport systems are able to use land far more effi~iently

11than thos e \olh ere most people rel y on cars . '

I n Bal~c Pul~u, P~nQng for exampl e , farmers have to surrender

under protest huge pieces Jr l and wher e some of the best fruit trees stood

for devel opment into r oads . This construction also led t o several acres

of l and being destroyed QS boulders wer e carelessly dumped over the road

into the vall ey. At l east 6 vi l l ages wer e affected also by the silting of

r i ver c aused by the c ons trLlct i on.12

In Taiping , about 1 ,000 durian trees ha ve been f elled to make way

for the new north-sout h expres sway cutting across Bukit Berapit. Wi t h an

average of 300 f ruits pr oduc ed by a tree each year, this woul d mean a permanent

los s of 300,000 durians . At $2 a fruit, it means a total financial loss

of about $6 00,000. Kampung Pauh headman, Encik Haji Sudin bin Ahmad, 57 ,

----------_._- ._- _.• ..- _.. __._ -
Head of Wor l dwat ch I nstitute , Washington , USA
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s aid the durian and ot her frui t trees al ong a f i ve - ki l ometre stretch were

chopped down i n M~ch 1983. ' I t r eally hur ts t o s ee so many durian trees

- the livelihood of villagers - de s troyed o Ten durian trees could s afely

take c are of al l ~xpenses of A five-member f amily f or th e whole year. ,1 3

Enc ik H3.j i Sudin ;.hmad' s statement is a stark r erninder of what

E.F . Schumacher said in his book ' Smal l Is Beautiful, :14

' Civi l i sed man has despoiled most of t he l ands on which he has

lived for l ong. Trus is the main r eason why his progr essive

civilisations have moved f rom place to place . It ha s been the

chi ef C3.use for t he decline of his civilisations i n older

settled r egions . It has been the dominant f actor in

determining al l t rends of history. '

However, not only are Land taken away; homes are al so torn down

f or huge r oads. The foreshore area in Penang i s one of the many examples.

There , 50,000 people nr e t hreatened to have their homes pulled down to make

way for a highway . With their houses destroyed , they will have nowhere to

go und no jobs l eft, hnving depended on the foreshore for their livelihood. 15

3.

Wi t h the priority given to road transport, the ai r has al so

become insurmoQ~tably pol l uted. In fact , car pollution is one of the

biggest contributor to ai r pol luti on in the country.

Reports r eleased in 1977 showed that 635,000 tons of pollutants

are r el e ased yearl y ov~r Peninsular Malays i a . It Was estimated that nearly

45 per cent (2 25, 750 t ons) alone come from transportationo The Ministry

of Science , Technology and Environment al so warned that the pollution is

i ncreasing year ly a t a r ate of 10 per cent and that densely populated areas

ar e under s erious threo.t.

• •• 8



- 8 -

On the average, a car produces 276 grams of carbon monoxide,

13.5 grams of nitrogen oxides and 24.3 grams of hydrocarbons from one litre

of petrol. 70 per cent of the lead in the petrol is also expelled out with
16

t he exhaus t .

•

o

o

•

Carbon monoxide - this gas is toxic causing visual disturbances

and blood di seQses.

Ni t rogen oxides - condenses as nitrous and nitric acid in the

lungs. This eat s away at the lung lining causing bronchitis

and emphysGm2, both chronic lung diseases.

Hydr ocarbons - vrhf.ch eventual1y forms smog. Smog makes the eyes

sting, affects lungs, throat and is a possible cause of lung

cancer.

Besi des, exhaust he s al dehydes , organic acid, benzcpyrene, ammonic

and solid p2rticl es ~

In 1980 , the Minis try of Science, Technology and Environment said

that carbon monoxi.de measuremen ts showed levels at 50 ppm (par t s per million)

in Kuala Lumpur - 16 tL"nes above the WHO safe level (~. e. 3 ppm). Carbon

monoxide Leved, s i n five urban areas were also found to be dangerously high.

ThG cost of cleaning up pollution is one aspect of the problem,

the diseases it cause i s yet anot her D Thus, road transportation, far from

r educing t he pr obl ems appeQrs to create more.

There is nois e pol l ut i on wi t h high vehi cul ar traf fic. Noi s e brings

ment al di sor i ent at i on , s 'eres s , cardio-vascular disease, fatigue and partial

to complet e deafness . Noise has also been found to hasten the onset of

mens t ruat i on , af f ects gr o\·l:'ng foetus , leading to pr ema ture birth.
17

•••9
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C/\P 'S study show8d t ha t noise along bUsy roads is two or

three times abo ve safety s ccndard , In Green Lane, Penang for example , the

noise found VIaS 65 elBA . I n Kel awei Road, Penang, the levels were between

65 dBA to 70 dBA. The safety level considered was 55 dBA. 18

Accordi ng to t he KunIa Lumpur Mas t er Plan , 66 per cent of the

resid~nts complained of noise pollution citing motor vehicles as the source. 19

Cars arc: al.eo mons trous consumers of steel , iron, copper, rubber,

zinc, aluminium and gl as s. It WaS also estimated that the motor vehicle

industry in the us consumed some 20 per cent of annual steel production,

79 per cent copper' , 12 per cent nickel, 35 per cent of zinc and 58 per cent

of l ead. 20

MUch of these raw materials are in critical situation to the world
21r esources.

They consume Larqe quantities of petroleum. It takes up about

90 per cent of all liqui d f uel taken by transport.

Besides thiS, pr ecious space has to be sacrificed for carso In

1981 f or example, H',e P er-Lang State Government ordered the evacuation of 30

famili es comprising of 200 peopl e in Hutton Lane. Upon the homes of these

poor, the Council bui l t a 5-storey car park and lavishly spent $4 million

to construct about 120 parking bayso Indeed, according to the Penang Municipal

officer in charge of par1cing , Encik :Ismail Hamid, the car park 1s
22

losing about $250 Q day from lack of use.

building of a car

$36,000 was spent
23

parks here.

In another interesting exampl e was the

9 cars in front of the Ministry of Agr i cul t ur e .

purpose 0 The Treasury approved $50, 000 for car

park for

for this

• ••10
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Recently, City Ho..Il proposed to build anot her car park in Jalan

Tun Ismail, Kuala Lwnpur worth $30 million.
24

If this was given to the

people instead of curs, it could easi l y house perhaps 3,000 poorer people

or more .

The cost of building roads is already high . Dat~ Samy Vellu, the

Work s Mi ni s ter s o..id that ' mai nt enanc e cost of roads had increased to $1 3 , 000
25

per km a yeer. ' It lnay be of interest to note that according to the

United Nations Economic and Social Commission for Asia and the Pacific (ESCAP)

report, providing one kilometre of inland waterways costs only one fifth as

much as l::!nilding a railway of that length and one ninth the cost of road. 26

This section does not necessary relate to the title of this paper

but it is nevertheless necessary to dispell the mistruth that accidents

ar e caused by human negl i gence. Much less so, today the blame goes more to

the lack of encouragenent t o a l t ernat i ve and safer f orms of travel , the

poor planning of r oads , t he lackadaisical enforcement of traffic laws and

the defective production of cars. In the book 'Unsafe At Any Speed', Ralph

Nader produced the revolutiunaryproved that cars were a major contributor

t o road accidents much t o the awareness of the manufacturers .

The UoS o Department of Transportation has from time to time show

the extreme damage t he.t can be done to passengers and drivers due to the

uncrashworthiness of cars . The present manufacture of car bodies fail to

meet the strength r equired by the U.S . on impact. Some cars miserably

f ail py 80 to 200 per cent below the standard. The Toyota Cressida model

f or example when crashed at 35 mph caused an impact of 1,980 HIC ·on the

head of a driver when the maximum allowed is 1,000 HIC. Toyota Starlet

when similarly crashed caused an impact of 1 ,836 HIC for the driver and 1,357

for the passenger. Mazda 626, when crashed on the other hand, resulted in

1,693 HIC for the passenger. In fact, 14 of the 35 models suffered metallic

weakness necessary t o prot ect the car occupants . 27

----~~-_. --- --------
• Head injury criterion
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Besides thes e, i n:

Mi ni : 10 per cent; of the cars failed. Front suspension very prone

t o trouble. Hcnd1i ght s, hand-brake and stop lights troublesome. 28

Ford Esc8rt 1100 : 16 per cent fail ed at the brakes, brake lines ,

wheel beuri ngs , shock absor bers and transmission .
29

Ford C0rtina 1300: 6 per cent f ail ed a t the brake lines , windscreen

wipers and shock ab sor bers very prone t o trouble. Exhaust
30

troublesome .

Toyota 2000 GT: a design f ault that might cause steering to become
31

di sab l ed.

Volkswagen: W2S ns s embl ed such that the suspension was set up
32

wr on gly.

B~v 16 00/ 2002: ~1eeded modi f i cat ion t o ensur e that c~rburettor

t hrot tle W2.S clcs ed when driver t ook f oot of f accel erat or . 33

British Lcylund r·'lotor s recalled their Austin Al l egr o 1973 to

1976 model s in England because of a defective tie rod in the

front suspension of the car. This model was not wi t hdr awn f or
34correction in cchar coun tries including Mal aysia.

Around the same period , the U. S . Nat ional Hi ghway Safety Admini s tration

in Washington recalled 134,000 models of Toyota Corona because of
35

a s erious defec~. However, the s ame WaS not done in Malaysi a •

••• 12
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The J~punes~ rlinis try of Tr~r. sp0rt bef vre it demanded disclosure

of safety f aults , f cund t hct Toyota and Ni s s an manuf ac t ur ers had hushed up

def ect s on nearly t wo nnd a hclf mil l i on cars, including door s that flew

open easily , defL~tive br~( es and engi nes t hat could catch fireo As the

Car maker s put it: ' We were mer ely f ollowing the trade custom of not making

unpleasant det ails publ i c .' The r esult of this thoughtful concern for car

buyer s ' f eelings was tllat ove r half the defective cars wer e still on the

r oad by t he time of t he J apanese Mi ni s t r y of Transport's discoveryo36

CONCLUSI ON
--------_.~- ~~

In conclusion, the Government's transportation prOVisions have

negat i ve ef fec ts on the country. Their over dependence on one form of

t r avel and perhaps t he most expensive f orm has appeared t o create greater

pr obl ems t han solv~d any .

I n addi t ion to l os s of life and limbS, l and and spaces have been

made SCarce o ~~st vf t h0 f unds f or such development especially highways have

been l oans procurred f r om international financial institutions . Interest

has t o be paid f or these l a ans and in the country facing r ecession, there

is certainly n8ed t o 8xer ci s e prudence over the over al l implications of

t hese l oans and exp endi tur e.

ThUS, the Gov~~ent should reconsider its present trend of

development in transportation. A National Transport Policy should be

introduced so that a sustainable and integrated transport system is

achi eved 0 It should al so steer clear from modes that have negative

or di sas t r ous consec~~!ce en d should try instead t o opt f or a system that

wi ll enhance the qualiJcy of life of Hal ays i ans .
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